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National Association of General Passenger & Ticket 
Agents. 


The semi-annual convention was called to order at the Grand 
Pacific Hotel, Chicago, at 11 o’clock a. m., March 16, C. A. 
Taylor, President, in the chair. 

A call of the roll developed the fact that a quorum was 
present. 

, The Executive Committee acted favorably on all creden- 
tials presented and reported in accordance with that fact 
through their Chairman, Mr. Connor. 

Special credentials for this meeting were presented as fol- 
lows : 

By Mr. W. M. Anthony, representing the Fitchburg R. R. 
Co. By Mr. Gaston Meslier, representing the Missouri Pa- 
cific Ry. Co. By W. H. Lindley, representing the Chicago 
& Grand Trunk Ry. Co. 

Next order of business was the selection of the next placa 
of meeting. 

Cincinnati and New York were placed in nomination. The 
result of the vote was 11 for Cincinnati and 44 for New 
York. Whereupon the chair announced New York as the 
next place of meeting, the date for the same being September 
21, 1886, at 11 o’clock a. m. 

Unfinished business was next in order. 

The special committee of fifteen appointed at the last meet- 
ing to report on the matter of rates for the Triennial Con- 
clave of Knights Templar, to be held in September, 1886, 
submitted the following report : 

‘That the rate from the territory east of Buffalo, N. Y., 
Pittsburgh, Pa., and Parkersburg, W. Va., known as the 
Trunk Line territory, shall be based ona rate of $25 New 
York to St. Louis and return, limitations and conditions to 
be agreed on hereafter by the Trunk Line Association: from 
the territory west of Buffalo, Pittsburgh and Parkersburg, 
north of the Ohio River and east of the Mississippi River, 
known as the territory of the Central Passenger Committee, 
the rate shall be one limited fare for the round trip, the style 
of tickets, conditions and limitations to be agreed upon by the 
Central Passenger Committee; from the territory south of 
the Ohio River and Baltimore & Ohio Railroad, and west of 
Richmond, Va., Wilmington, N. C., Charleston, S. C., Sa- 
vannah, Ga., and Jacksonville, Fla., and of the Mississippi 
River north from Cairo, IIL, and east of San Antonio and Ey 
Paso, Tex., Albuquerque, N. M., Pueblo and Denver, Col., 
Cheyenne, Wy., and Fargo, Dak., shall be the unlimited fare 
in effect September, 1886; that the rate from San Francisco 
and points known as California common poiuts to St. Louis 
and return, shall be $50, added to the unlimited rate from 
Missouri River points to St. Louis, Mo.; that the rate from 
Portland, Ore., and points in common with Portland to St. 
Louis and return shall be $50 to Missouri River points added 
s the unlimited fare from the Missouri River points to St. 

sOuls. 

‘That the rate for the members of the bands of music ac- 


companying the Commanderies, and the liveried attendants — 


upon the officers’ Commanderies in a body shall be 1 cent per 
mile each way from the initial point to St. Louis and return, 
except that from San Francisco and California common 
points and from Portland, Ore., and points in common the 
same rate as made for Knights Templar shall apply to the 
Missouri River points. That all camp equipage, such as 
tents, mess chests, cooking utensils and other paraphernalia 
required for the use of the Knights Templar while in encamp- 
ment shall be passed free.” Style of ticket, conditions and 
limitations to be fixed by the district associations. 
; The report was adopted and its recommendations agreed 
O 
The Committee of six appointed at last meeting to report 
on aform of Mileage Ticket asked for and were graiuted 


* further time. 


The Committee of three to hes or on the practicability of a 
new form of rate book reported through their chairman, Mr. 
Atmore, who spoke heartily in favor of a plan originated by 
Mr. W. F. Bailey, of Pittsburgh, Pa.; this gentleman being 
present, he was requested to present the plan in detail. No 
objection being offered, he was allowed to do so. Definite 
action on the report was temporarily postponed. 

The Chair by unanimous consent allowed Mr. A. V. Car- 
penter to take the floor for the purpose of offering some re- 
marks on the death of Mr. C. B. Meeker, late General Pas- 
senger Agent of the New York Central & Hudson River 
Railroad. They were made in an effective and touching 
manner, and were feelingly responded to by a unanimous 
vote in favor of a resolution to the effect that the President 
of the Association be directed to prepare and forward to Mrs. 
Meeker and family a letter of sympathy expressive of the 
sentiment of the Association. 

Miscellaneous business being next in order, notice was 
given that at the next regular meeting of the Association the 
question of so amending the Constitution as to provide for 
one meeting a year, at such time and place as may be pro- 
vided in the by-laws, would be brought up. iedameal oe 
marks on the matter were made by Messrs. Ford, Chandler, 
forall, Stebbins, A. V. H. Carpenter and Atmore. 

The General Committee reported on the application of 
Chatham Artillery, of Savannah, Ga., for special rates that it 
be referred to the various district associations. 

The following was then adopted: 

** Resolved, That the date on which summer tourists’ tick- 
= ~~ be put on sale hereafter shall be June 1 instead of 
May 15.” 

AFTERNOON SESSION. 


First order of business was the future consideration of the 
rate book question, After remarks by Messrs. Abbott, Bar- 
ker, Chandler, A. D. Smith, Lowell, Ford, Dawes, Macmurdo 
and Stebbins, the following was adoped : 

** Resolved, That this Association cordially approve of the 
plan of the rate book prepared by Mr. Bailey, and recommend 
that the individual members of the Association subscribe for 
all the copies that they may need.” 

Whereupon the Secretary was instructed to call the roll, 
each member to designate the number of copies h2 would 
take; 77 copies were subscribed for. 

The General Committee on the application of Miss A. M. 
Henderson for special rates for meeting of officers of W. C. 
tae reported in favor of a reference to district associations. 

The following names were proposed and elected honorary 
members: M. Slaughter, S. C. Boyleston, T. W. Pierce, Jr. 

Election of officers was next business in order. Mr. J. N. 
Abbott was unanimousiy elected President; A. C. Dawes 
V ice-President; A. J. Smith, Secretary. : 

The President nominated the foliowing gentlemen for 
members of the Standing Committees: Executive Committee 
W. 8. Baldwin, Chicago; 8. F. Boyd, Minneapolis; J. R. 
Buchanan, Missouri Valley, Ia.; €. H. Cromwell, Mont- 
gomery, Ala.; A. S. Hanson, Boston; H. M. Bronson, India- 





napolis. General Committee, J. R. Macmurdo, Richmond; 
I. S. Emery, Rochester, N. Y.; D. Wishart, St. Louis. 
The above nominations were confirmed by the Association. 
An extended discussion on some better provisions for the 
transportation of corpses was here allowed, which was _ par- 
oo ge in by Messrs Stebbins, Johnson, Ford and C. A. 
aylor. 
After the usual resolution of thanks, the meeting ad- 
journed. 








The New British “ Railway Rates and Charges Bill.” 


In the House of Commons, March 11, upon the order for the 
adjourned debate onthe motion for leave to bring in the 
government bill on this night, 

Mr. MuNDELLA (President of the Board of Trade) said : 
In introducing a measure of great complexity dealing with 
railway and canal traffic I think it will be well if I give a re- | 
trospect of the legislation since 1854 which bears upon the 
subject. In that year an act was by Lord Palmerston 
for giving facilities for through traffic over different railways 
and to prevent undue preference. From that year down to 
1867 there was no legislation and no inquiry into the subject; 
but in 1867 a Royal Commission was appointed of very 
eminent and able men, of which the present Duke of Devon- 
shire was chairman. It sat for a long time, took a great deal 
of evidence, and made a report which went very thoroughly 
and completely into the principles which ought to govern 
legislation in the matter of railways. The question of un- 
equal rates was then, as now, a subject of contention between 
railway companies and the public—it is, indeed, a question | 
which has agitated the public mind ever since 1845—but the | 
public interest in the subject has been increasing in late years | 
to some degree in consequence of the depression of trade and 
agriculture. (Hear, hear.) The Commission went very deep- 
ly into the subject and reported tbat: 

‘*Tnequality of charge in respect of distance besides being | 
a necessary consequence of competition is an essential 
element in the carrying trade—that is to say, the principle | 
which governs a railway company in fixing the rate is that of ' 
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pe gr a traffic by charging such a sum for conveyance as 
will induce the produce of one district to compete with that 
of another in acommon market.” 

And they concluded their report in these words : 

** The power of granting special rates thus permits a devel- 
opment of trade which would not otherwise exist, and it is 
abundantly evident that a large portion of the trade of the 
country at the present time has been created by and is con- 
tinued on the faith of special rates.” 

I draw the attention of the House to these words because 
we have recently heard equal mileage rates advocated, and 
the result of all inquiries that have been made, from the first 
to the last, shows that equal mileage rates are an impossibil- 
ity. (Hear, hear.) In 1872 a strong joint committee of 
both Houses was appointed to consider the question of rail- 
way amalgamation, and its report was very exhaustive and 
of very bigh authority, having regard to the fact that among 
the members of the committee were Lord Ripon, Lord Salis- 
bury, Lord Derby, Lord Redesdale, Lord Monk-Bretton (then 
Mr. Dodson), and others of great weight. They decided that 
the principles laid down by the Duke of Devcnshire’s com- 
mission were sound, and they condemned the proposal to in- 
troduce equal mileage rates. In their report they say : 

‘* The proposers of equal mileage have admitted that there 
must be numerous exceptions—e. g., where there is sea com- 
petition (i. e., as above stated at about three-fifths of the rail- 
way stations of the United Kingdom), where low rates for 
long distances will bring a profit, or where the article carried 
at low rates is a necessary such as coal. It is scarcely neces- 
sary to observe that such exceptions as these, while inade- 
quate to meet all the various cases, destroy the value of ‘ equal 
mileage’ as a principle, or the possibility of applying it as a 
general rule.” 

There were various other recommendations made by that 
committee which resulted in the act of 1873, which appointed 
the present Railway Commission. Experience has shown 
that the powers conferred by the act of 1873 were too re- 
stricted. The jurisdiction of the Commission has been con- 
siderably limited since its appointment by the action of the 
courts of law; the powers which the courts of limiting 
the jurisdiction of the Commission by prohibition or certiorart 
has n freely exercised, and the usefulness of the Commis- 
sion thereby curtailed. Nevertheless it has done really "sea 
service to the community. (Hear, hear.) Its decisions have 
given general satisfaction to the trading community; it has 
operated, so far as the railways are concerned, in terrorem, 
and we believe it is capable of doing much good and useful 
work. 

Now the most recent inquiry is the one of 1881-2 by 
a committee of this House over which Mr. Evelyn 
Ashley presided, and on which no doubt all the 








various interests were represented. The railway inter- 
est was fully represented: (‘*No, no!”). Well, there 


were nine members representing that interest. The best proof 
of the strong convictions which were entertained by differ- 
ent sections is that there were 100 divisions, and that on very 
few divisions was there unanimity. I must demur to the 
statement of my honorable friend behind me that the railway 
interest was not represented. It was fully and adequately 
represented. However, sir, we are all familiar with the 
report of that committee which made a number of recom- 
mendations, none of which have been put into the 
shape of a bill. I think many of these recommenda- 
tions, notwithstanding the strong railway interest in 
the committee, are exceedingly valuable, and I hope 
we shall embody them in the bill. The next step 
was the bill introduced by my right honorable friend, who 
was then President of the Board of Trade. That bill was 
no* considered for various reasons, and was never discussed 
by the House. In consequence of the withdrawal of that 
bill the principal railway companies introduced bills of their 
own, providing new classifications and divisions of rates.» 
The fate of these bills was decided from the moment of 
their introduction. No doubt they were objected to by the 
commercial community, and they were practically rejected 
by the general feeling of this House. It was felt not merely 
upon the merits of the bills, but on the ground of procedure, 
that it was not right that such great changes should be effect- 
ed by the means of private bills. I have brought down the 
history of railwav legislation from 1854 to 1885, 

We have arrived at a point when it is admitted that the 
condition of affairs with respect to railways is not satisfac- 
tory. (Hear, hear.) There are statements made from all 
classes of the community with regard to the treatment they 
receive from the railway companies, There is no doubt that 
the schedules annexed to the present act governing the rates 
and charges of companies are obsolete, and greatly need re- 
vision. it has, therefore, become necessary that some 
course shall be taken at once to satisfy the reasonable 
demands of the public, strengthen the Commission, and 
prevent, what I am afraid 1s now a good deal too common. 
the preference to the large and heavy traffic to the neglect, 
of the local and intermediate. (Hear, hear.) But there is a 
good deal of exaggeration and misconception with respect to 
3he rates charged, and I cannot substantiate some of the state- 
ments made—they will not bear investigation, for instance 
that it has ever been possible to send anything from England 
to New York in order to bring into London, or from Col- 
chester to Rotterdam. Yet I am bound to say there is much 
reason for many of the complaints we hear. I am daily over- 
whelmed with evidence of the inequalities existing between 
the rates charged for different articles of produce, according 
as they are British or foreign, coming from the same towns 
in the same quantities and the same condition. There is 
sometimes a variation of as much as 50 per cent.—e. g., be- 
tween foreign cattle and home cattle. here are many other 
instances of the great inequalities thus arbitrarily fixed. I 
can well understand that the agricultural classes in particu- 
lar feel considerable irritation and annoyance at the dis- 
advantage under which they are placed. I do not believe 
she railway companies wish to discourage English goods. 
Their interests are really identica] with those of the public 
generally. But Iam afraid that railways inthe past have 
been conducted during the period of prosperity very much 
on the same lines as the general business of the country. We 
have all made too much of the grand commerce. Everybody 
desired to send large quantities. The agriculturists despised 
petite culture, the manufacturers despised petty commerce, 
the railroads despised petty transport. We have been pros- 
enteegtt anxious only to cultivate the great trades and 

eavy traffic, to deal with great bulks, and have been too 
neglectful of the development of smaller affairs and the 
smaller commerce, to which we shall have to pay more at- 
tention in the future. With regard to many of the 
complaints which have reached me as to some of 
the charges, I am bound to say that I think cer- 
tain of those charges are doubtful in point of legality, 
and that being the case we may fairiy ask, Why do not the 
traders appeal to the Commission on the subject—why have 
they not combined to put a case before them to try the legality 
of these doubtful charges? (Hear, hear). In reply to that 

uestion, however, it may be said that the traders—especially 
the small traders in the rural districts—are unwilling to incur 
the costs of litigation with powerful corporations having a 
large capital, which they do not hesitate to use for the pur- 
— of maintaining their vested interests. (Hear, hear.) 

hat fact will, perhaps, accouut in a _— measure for the 
continuance of these inequalities of charge which are com- 
plained of, and fcr the apparent indifference with which the 
traders, especially in the agricultural districts, regard them, 
and for their unwillingness to bring test cases into courts of 
law for the purpose of having doubtful questions determined. 
I have no desire to exaggerate the feeling that exists on this 
subject, but every honorable member in this House knows 
that the same kind of contest is being carried on in 
every other country. The question of railway rates 
and charges is being discussed in France as much 
as in England, and it has given rise to very excited 
discussions in the former country during the last few days. 
Complaints are made in France by the French manufacturers 
that the through rates from England to Germany and Itely 
are so low that it is impossible for them to compete with the 
English manufacturers in the German and [talian markets, 
and this complaint is especially made by the coal miners of 
France. The same contest bas been going on in the United 
States for many years, but there some progress has been made 
toward arriving at a solution of it—more, perhaps, than has 
been made in any other country; and it is possible that we 
may have much to Jearn from that country on the subject in 
the future. Iam sure that the House will not forget that 
while the traders have brought forward many well-founded 
complaints against the railway companies, yet that in legis- 
lation with regard to railway companies we are dealing with 
great interests. (Hear, hear.) It would, in fact, be suicidal 
if we were to interfere with the successful working and 
management of our railways. (Hear, hear.) lt may be de- 
sirable to a certain extent to regulate the through rates 
charged by the railway companies, but it may be fairly said 
that the interests of the public and of the railways are so bound 
up together that if railway companies will adopta liberal policy 
toward the public nobody will profit by that course as muc 
as the r ailway companiesthemselver. (Hear, hear.) Wherever 
the railways have adopted a liberal policy toward the public 
they have liberally rewarded. (Hear, hear.) There can be 
no better illustration of the truth of my statement than is to 
be found in the result of the liberal course which was taken 
by the Midland Railway some ten or twelve years ago upon 
the advice of Sir. J. Allport, when they determined to make 
ouly two charges for conveying their ae ee ste at 
the rate of 1d. a mile, and the other at the rate of l'cd.a 
mile, and this for the shortest route. There is no better 
travelling in the world than that afforded by the Midland 
Company, who convey their passengers to the north at the 
rate of 1d. per mile in comfortable and well-ventilated car- 
riages, while their first-class carriages, for conveyance in 
which they charge only 114d. per mile, are the most roomy, 
the most convenient, and the most luxurious that can be found 
anywhere. (Hear, hear.) The liberal reduction of fares to 
which I have referred was made in accordance with the 
advice of Sir J. Allport and Mr. Ellis. (Hear, hear.) 

Comparisons’ have often been made between the rates of 
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English and foreign railways; but in comparing th°m | Court. 


we must not forget to compare at the same time the relative 
costs of making the respective lines. No doubt this House has 
done something to increase the cost of making English rail- 
ways (Hear, hear), and no doubt the landowners have also 
contributed to increase that cust, while no class of the com- 
oe profited so iy wed by the formation of railways 
as the land owners (Hear, hear). The disparity between the 
cost of making English and foreign railways is enormous. 
Let me give the House some statistics on this subject, which 
have been prepared at the instance of the Board of Trade, 
showing the capital invested in English, colonial and foreign 
railways. The capital which has been invested in railways in 
the United Kingdom amounts to £801,000,000; the cost of 
construction has been at the rate of £42,000 per mile, while 
18,864 miles are worked at a cost of per cent. on 
the receipts. In the colonies £362,000,000 has been in- 
vested in railways, which have beenconstructed at a cost of 
«£12,000 per mile. In foreign countries £3,288,000,000 
have been invested, the average cost of construction being 


£16,400 per mile. The cost of construction has been in 
France £28,000 per mile, in Germany £21,000 per mile, in 
Russia £15,000 213,000 per 


r mile, in the United States 
mile, in India £13,000 per mile, and in Canada £12,000 per 
mile. So that it will be seen that English railways cost 50 
* cent. more than the next most costly railways, the 
Preach. It might be interesting to the House to know the 
rates of dividends among the English railways. Preference 
dividends ranged from about 4 to 414 per cent. On the ordi- 
nary capital, amounting to about £300,000,000, the divi- 
dends are as follows: 


£48,000,000 of ordinary stock pays no dividend. 

Pry eee pe under 1 per cent. 

£14,500, above 1 and not over 2 per cent. 

£9,500,000 2 and not over 3 per cent, 

£21,000,000 or nearly £22,000,000 3 and not over 4 per 
cent. 

£70,000,000 4 and not over 5 per cent. 

£65,000,000 5 and not over 6 per cent. 

£60,000.000 6 and not over 7 per cent. 

£2,800,000 7 and not over 8 per cent. 

£1,000,000 8 and not over 9 per cent. 

£1,228,000 9 and not over 10 per cent. 

£30,000 12 and not over 13 per cent. 

£1,512,000 15 per cent. 

Or on the whole an average of 41¢ per cent. 


Now, it would be impossible at this stage to give illus- 
trations of the difficulty of making through rates and short 
distance rates comparatively equal and just. But there is 
one illustration which I will submit to the House, which will 
show perhaps better than a longer statement how possible it 
is to have a long distance rate which may seem very low, but 
which is —— by those concerned as being very heavy. 
The Wick fishermen complain of the high and almost pro- 
— railway rates on their fish dispatched to England. 

ey say : 

‘* Considering the continued low prices, it is utterly impos- 

sible for us to pay 80s. per ton, as we are greatly handicapped 
with large quantities of fish coming from Norway, Sweden 
and France, these fish being sent by steamer and landed in 
London and other English ports at 2s. per package, whereas 
we have to pay 9s. per package of a similar size by rail. 
On the other hand, if you make a reduction in the carriage 
rates, we are confident it will not only largely benefit the 
fishing communities, but that it will likewise also largely 
benefit the railway companies and the consumers in Eng- 
land, and all concerned. At present, almost the whole 
of-the autumn catch of herrings, which is the principal 
catch of the year, is salted for exportation to the 
Baltic ports. If sufficient encouragement were given by low 
rates, several hundred thousand tons of the autumn catch of 
salted herrings would be sent in a fresh condition to the Eng- 
lish markets. In this manner the glut in the foreign mar- 
kets would be prevented, better prices would be obtained by 
those engaged in the fishing industry, the roiling stock of the 
railway companies would be more fully and more profitably 
employed, and a large quantity of cheap and nutrititious food 
would be broug.it within reach of the working classes in the 
large manufacturing towns of England in these depressed 
times.” 

The answer of the railway company to this is : 


‘*My directors (of the Midland Railway) considered the 
present rates very favorable to the trade of Wick and Pul- 
teneytown, as upon reference to a schedule of rates, which I 
sent to the Board of Trade on the 24th of Jure, 1884, it will 
be seen that fish is carried from Wick to London, by special 
or passenger trains, a distance of 742 miles, for 65s. per ton 
{= 70 cents per 100 lbs.], in three-ton lots, although for the 
same descriptions of fish from Leith to London, a distance of 
388 miles, the rate is 68s. per ton.” 

The House will see that you may have a rate for a short dis- 
tance—even a very low rate—which, when multiplied four- 
fold, would be practically a prohibitive rate for a long dis- 
tance. Therefore there must be special rates for long dis- 
tances in order that the public may get the advantage at the 
centre of consumption. While I have complaints from the 
rural districts that foreign product passes their doors at half 
the rates the companies charge for the same kind and amount 
of produce, home-grown importers are also complaining of 
the difficulty of distributing their produce owing to high 
rates. I remembera striking illustration of this with respect 
to Australian meat. There has been within the last two years 
an increase in the importation of foreign meat from Austra- 
lia, and when it comes to London che importers are anxious 
to distribute it all uver the country. hey complain, and 
they substantiate their case, that they have been required to 
pay 50s. a ton for meat sent from Liverpool to London, 
whereas American meat is sent at 25s. a ton. The 
evidences of this kind of anomaly are too abundant. 
There is hardly enough of consideration, I believe, on the 
part of railway companies of what is fair to the 

ublic. Where there are competing lines, or where the 

ines converge at competing points, there the rates are low 
enough—I do not know that they are not even too low. 
Where there is no competition, where the railway is practi- 
cally a monopoly, the rates are too high, and the local traffic 
is not sufficiently considered. 

_ [have now said all that I need say as to the reason for the 
introduction of this bill. I should like, before explaining its 
provisions, to express my acknowledgment of the care and 
attention which my predecessor in office bestowed on the sub- 
ject. When I entered the Board of Trade I found a measure 
ready prepared by him, and the important provisions of that 
draft are embodied in the present bill. 

_ This measure does not deal with the question of safety. It 
is concerned exclusively with the subject of rates and fares, 
and with the business of the Commissioners, in whose court 
very important changes will be made. I should be very 
sorry were it thought that we do not sufficiently appreciate 
the services of the gentlemen who for 13 years have devoted 
their abilities and time to the work of the Railway Commis- 
sion. (Hear, hear.) But as the legal powers of the Com- 
missioners are to be considerably enlarged, it was felt that the 
Chief Commissioner should a man possessing great 
legal knowledge and lega) training, and having the 
authority and standing of a Judge of the High 


| 
| 





It was believed that the effect of appoint- 
ing a man of that standing would be to shorten the 
proceedings of the Court, to add weight to its proceedings, 
and to limit the number of appeals. The bill, which will, I 
think, result in economy, is divided into five parts. The first 
deals with the constitution of the Court and procedure ; the 
second with the jurisdiction of the Court; the third with rail- 
way traffic ; the fourth with canals, and the fifth with mis- 
cellaneous matters. The Court will be a permanent Court of 
record. The uncertain tenure of the Commissioners hitherto 
has detracted much from the dignity and authority of their 
Court. (Hear, hear.) The powers of the Chief Commissioner 
will be exercised in England by one of the Judges of the High 
Court, nominated from time to time by the Lord Chancellor; 
in Scotland by a Judge of the Court of Session, nominated by 
the Lord President ; and in Ireland by one of the Judges of 
the High Court, nominated by a lhke authority. The other 
two Commissioners will be laymen, practical men of busi- 


ness. In every proceeding before the Commissioners 
the Chief Commissioner is to deliver judgment, and 


on all questions of law his opinion is to prevail. The 
Chief Commissioner will have !eisure to devote to his other 
udicial functions when the Railway Court is not sitting. 

he Court will proceed to every locality where its services 
may be required, whether in England, Scotland or Ireland. 
Of course the English Judge will not preside elsewhere than 
in England. The lay Commissioners will sit in Scotland with 
a Scottish Judge, and in Ireland with an Irish Judge. 
Every order of the Commissioners shall have the force of a 
judgment. No appeals will be allowed on any question of 
fact, but on questions of law an appeal will lie to a superior 
Court of Appeal. Beyond this there will be no appeal, un- 
less the Court of Appeal themselves direcé an appeal to the 
House of Lords. 

I come next to the question of complaints. Complaints 
may be.made to the Commissioners by any local authority or 
body of traders or freighters. (Hear, hear.) I will just read 
the clause dealing with this matter : ° 

‘** A complaint of a contravention of section 2 of the Railway 
and Canal Traffic Act, 1854, as amended by subsequent 
acts, and a complaint under the principal act, and any act 
amending it, and under this act, may be made to the Com- 
missioners by (a) any local or harbor board, any council of a 
city or borough, any representative county body which may 
hereafter be created by an act, passed in the present or any 
future session of Parliameit, and justices in quarter sessions 
assembled, or any public local authority which now is cr 
hereafter may be established under any general or special 
act; or (b) any association of traders or freighters, or any 
chamber of commerce or agriculture, who shall obtain a 
certificate from the Board of Trade that they are, in the 
opinion of the Board of Trade, entitled to make such com- 
plaint without proof that the complainants are aggrieved by 
the matter complained of.” 

It is impossible to draw aclause more comprehensive. As 
I have said, no appeal shall lie from any decision of the 
Commissioners upon any question of fact, or from any 
decision of the Commissioners regarding the locus stanii of a 
complainant. In givingsuch extensive powers the House will 
see the importance of the presiding Commissioner being a 
trained lawyer, whose decisions will carry weight and 
authority. 

Passing to another point, we extend the jurisdiction 
of the Commissioners to special acts, and to all ques- 
tions respecting tolls, rates or fares, and we give them 
power also to award damages. Public bodies may apply cor- 
porate funds or pay out of the rates the cost and expenses of 
any prosecution arising under the act. The 24th clause is 
one of the most important clauses in the bill. It requires 
that, notwithstanding any provision contained in any general 
or special act, every railway company, within twelve months 
from the commencement of this act, shall submit to the Board 
of Trade a revised specification of their rates and charges, 
and a revised schedule of maximum rates and charges, I 
know it may be said by the railway companies that we have 
no right to require this from them; but I think anv one 
familiar with the regulations of this House from 1838 down 
to the present time will see that the House has the right to ex- 
ercise this control. I will read the clause of the act of 1845, 
and the standing order of the House is in the same spirit and 
almost in the same words : 

‘* And be it enacted that nothing herein contained shall be 
to exempt the railway by this or the said recited act author- 
ized to be made from tte provisions of any general act relat- 
ing to such acts, or of any general act relating to railways 
which may hereafter pass during the present or any future 
session of Parliament, or from any future revision and altera- 
tion under the authority of Parliament of the maximum 
rates of fares and charges authorized by the said recited act.” 

So that every railway company has contracted with the 
public and with Parliament thatthey shal] from time to time 
be liable to such conditions as Parliament may see fit to im- 
pose. We provide also that in framing such classification 
and schedule, the nature and grounds on which terminal 
charges are proposed to be made, and the circumstances under 
which they are proposed to be made, shall be fully stated. 
When a railway company has sent in its new classification and 
schedule to the Board of Trade, what will happen ¢ Weshall 
advertise so that the Board of Trade may receive representa- 
tions from any parties interested against either the classifica- 
tion or the maximum. It was thought that the Railway 
Commissioners were the right persons to receive, consider 
and revise the new classification and schedules, but the more 
that comes to be considered the more it wiil be found to be 
impracticable. Accordingly, with great deference, we think 
the Board of Trade ought to undertake this work. The Board 
of Trade will frame schedules in a way that will appear to 
them just and reasonable, and shall submit them to Parlia- 
ment. If unopposed they would pass in the ordinary course, 
but if opposed these provisional orders would be treated 
in the same way as other provisional orders, except that 
they would be submitted to a joint committee of 
both Houses, so that Parliament will have the advan- 
tage of having it entirely under its owncontrol. Provi- 
sion is also made for amending and readjusting from time to 
time these rates, and also for grouping ratesand undue pref- 
erence. Where it appeurs desirable, wherever there are 
unequal charges, the burden shall be thrown on the companies 
to show what is the reason of the inequality, and the Board 
shall take into consideration what is the justification for the 
inequality. The burden of showing that it does not consti- 
tute an undue preference shall lie upon the railway company. 

I have stated something of the power of the new Commis- 
sion. We also provide for annual returns, bringing the 
canals under the same heading as the railways. We author- 
ize the public authorities to expend sums for the purpose of 
application to the Commissioners. Now I come to a clause 
which is entirely new and which may excite a little harmless 
ridicule, but J am prepared to take the responsibility. It has 
been found in the United States, notwithstanding that they 
gave the Commissioners the same power and control as we 
now propose to give our Commissioners, that there is room 
for something like negotiation—for the Commissioners or in- 
dependent bodies to arbitrate between railway companies and 
traders, to bring the two parties together and to bring them to 
something likean agreement. There is a very remarkable re- 

rt which has just been issued by the head of a Bureau of 

bor. Iwill read to you what it says. It is from the 





work on Railway Transportation by Mr. Hadley, head of 
the Bureau of Labor Statistics of Connecticut. He says: 

‘* There is another class of commissions of quite different 
character, commissions with little or no power to act, and 
simply established for the sake of securing publicity. The 
success of such commissions has been in some instances sur- 
prisingly great. This was especia'ly the case with Massachus- 
etts under the leadership of Charles Francis Adams, Jr. 
The Massachusetts Commission was established in 1869. At 
first a great many people were disposed to treat it with good- 
natured ridicule. It had really no power, except the power 
to report. But its reports were strong enough to command 
respect and obedience. The Commissioners were by no means 
infallible. Some of their theories were wrong. They were 
in favor of a partial state ownership of railroads, which could 
not have done what they expected of it, and would probably 
have proved a great misfortune. But the Commissioners had 
something better than correct theories—they had practical 
business sagacity. They abandoned courses which proved 
wrong; they followed up with successful persistence those 
which proved right. Gradually but surely they introduced 
improvements in accounting, which, since 1878, have been 
further extended by the Commissioners of other states. In 
the same way they gradually compelled the roads to adopt 
safety appliances by educating public opinion to a point where 
it demand such action. Andin the same way they exer- 
cised a decisive influence on the policy of the railroads with 
regard to rates, leading them todevelop their local business 
instead of confining attenticn to the through business.” 

Now, what did they do? It is set forth m the 28th clause, 
and I hope Parliament will think it worthy of their consid- 
eration. It provides that— 

‘* Whenever any person sending or desiring to send goods 
by any railway is of opinion that the railway company is 
charging him an unfair or an unreasonable rate of charge, or 
is in any other respect treating him in an oppressive or un- 
reasonable manner, such person may make a complaint to the 
Board of Trade. The Board of Trade, if they think that there 
is reasonable ground for the complaint, may thereupon call 
upon the railroad company for an explanation and endeavor 
to settle amicably the differences between the complainant 
and the railway company. For the purpose aforesaid the 
Board of Trade may appoint either one of their own officers 
or any other competent person to communicate with the 
complainat and the railway company, and to receive and 
consider such explanation and communication as may be 
made in reference to the complaint, and the Board of Trade 
may pay the inet-neenntioned person such remuneration as 
they may see fit and as may be approved by the Treasury.” 
(A laugh.) Isee this proposal is received by the honorable 
and learned gentleman (Sir R. Webster) with a smile, but it 
has met with success, and in America they have shown what 
can be done by mediation. 

‘*The Board of Trade shall from time to time submit re- 
ports of complaints made tothem under the provisions of this 
section, and the results of the proceedings taken in relation 
to such complaints, together with such observations thereon 
as the Board of Trade shall think fit.” 

The report of the American Commissioners showed that 
there was nothing to which railway companies were so 
amenable as public opinicn. The reports made from time to 
time of these complaints, and the way they were dealt with, 
together with an important mass of evidence, not only as to 
the way in which the railways of the country were managed, 
but on other matters, would be valuable for the guidance of 
the public and of Parliament as to how to deal with railways 
in the future. I have the strongest conviction that what has 
happened in America will prove to be our case here. The 
complaints will be made tothe Board of Trade, which will 
appoint an assessor or one of its own officers to hear com- 
plaints from time to time. It will not, of course, 
isten to any frivolous complaints; it may make or- 
ders and charge a small fee so as to get rid 
of vexatious and frivolous complaints, and I believe 
the result will be to prevent a good deal of litigation. Ihave 
the last number of bradstreet’s Journal, which speaks of the 
almost unvarying success which has attended the work of 
the Commissioners. Last year has been free from litigation, 
and it speaks of the good offices of the Commissioners in bring- 
ing the ra.lways and the public together in friendly discus- 
sion. 

I appeal to the House in dealing with such an important 
question as this, and in considering the vast interests con- 
cerned, to give this measure its patient and careful considera- 
tion. We do not think that it is incapable of improvement, 
and no doubt the House wiil discover and repair many de- 
fects. We shall welcome from any quarter whence they may 
come any suggestions which tend to improve the measure, 
which I row ask the House to read a first time. I believe 
there is no desire in the House or in the mind of the public to 
harass the railway companies or to diminish their lawful 
gains, but there is a desire to regulate the monopolies they 
have enjoyed so as to conduce in the future more effectually 
than in the past to the interest of the country and to our 
national prosperity. (Cheers.) 


THE BILL. 


[The following is a summary of the contents of the bill, a 
few of the points in which were not referred to by Mr. Mun- 
della :] ; 

Clauses 4 to 12 deal with the constitution of the court of 
the Railway Commissioners. The bill proposes to establish a 
court to sit in England, or, if the cases require it, Scotland 
or Ireland, and to consist of a judge and two lay members. 
The judge will in each country be one of the existing judges 
of the superior courts, and the lay members are to be prac- 
tical men of business who are not to sit in Parliament. — All 
pending business will be transferred from the existing Com 
missioners to the new tribunal, and the existing Commission 
ers will cease to hold office. 

Clause 13 provides for complaints to I ‘ 
mission by various associations and public bodies, 
ing associations of freighters. ; : 

Clauses 14 and 15 deal with appeals. No appeal is to lie on 
a matter of fact or on locus standi, On other points ther e is 
to be a direct appeal from the Commissioners to the Court of 
Appeal, with a further right of appeal (by leave of the Court 
of Appeal) to the House of Lords. , oe 

The powers which the courts have hitherto exercisec q 0 
restraining the jurisdiction of the Commissioners, i poy 
tion or certiorari are put anend to. By Clauses 1¢ to - 
jurisdiction is given to the Commissioners to hear and a 
mine any complaint, made under the provisions of a — 1a 
act of a railway company of the same nature as the com- 
plaints which they entertain under public acts. — The ye A 
missioners are empowered to settle any dispute inv olving ss “ 
legahty of any toll, rate, or fare, and may award damages. 
Power is givento make orders on two or more ( ape 
and to the higher courts to transfer any questions — 4 
arise in railway cases, for determination by the nal 
missioners. Rating cases may also be transferred from qua! 
ter sessions to the Commissioners. Jn cases where ge Sal 
thorities apply for works, such as a bridge over a — “ pol 
ing, etc., in a town, the Commissioners may appol i ee 
expenses to be borne by the company and the applic poner} 
Provision is made for a revision of the classificatm' a 
maxima of railway rates. The proposal is as — v ‘io 
railway company shall, within 12 months after 


_ 


be made to the Com- 
includ- 
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passing of the act, submit to the Board of Trade a revised 
classification of their rates and charges, and 
ule of their maximum rates and charges. 
scheme has been submitted to the Board of Trade, and made 
public in such way as may be directed, the Board of 
rade are to consider and arrange with the objectors, if 
any, such classification and maximum rates, and, if possible, 
present to Parliament in an agreed form, that is to say, on 
such terms as may have been arranged between the railway 
company and any objectors, a provisional order containing 
the proposals of the companies, and this would pass into law 
without further opposition. If the Board of Trade, however, 
fail to bring about an agreement, they will themselves ox 
pare a scheme containing what is, in their opinion, a fair 
settlement, and will embody this scheme in a provisional 
order. These provisional orders will be treated in the same 
way as other provisional orders, as already provided for by 
the standing orders of Parliament, except that they will be 
submitted to a joint committee of both Houses of Parliament. 
The proposal for a joint committee in these cases is new, and, 
if accepted, will require a fresh standing order of both 
Houses. The Board of Trade will in addition make a ial 
report to Parliament, pointing out those questions which had 
not been agreed upon, and thereby limi the questions 
which the Joint Committee would have to deal with to those 
points which the Board of Trade had failed to settle. 
Jurisdiction on undue preferences is confined to the Com- 
missioners. It is provided that on mere proof of inequali 
the burden of showing that it does not constitute undue pref- 
erence shall lie upon the railway company, but that in decid- 
ing such cases the Commissioners 1 have power, in addi- 
tion to other circumstances now held sufficient to justify 
inequality, to take into consideration whether such charges 
are necessary for securing the traffic. Persons who complain 
of unreasonable charges may apply to the Board of Trade, 
and that the Board of Trade Shalt then endeavor to effect an 
amicable arrangement between them and the companies, 
without any form of legal process or power of decision, and 
shall report the result to Parliament. 








Six-Wheel Truck, Chicago, Burlington & Quincy 
Railroad. 

The truck shown in the accompanying illustration is termed 
a No. 5 truck, and is used under the dining car ‘‘ Kansas 
City,” which was recently illustrated in these columns.* 

The truck resembles in general plan the one in general use 
under Pullman sleepers, but care has been taken to make the 
outside surfaces as plain and simple as possible, so that they 
can be easily cleaned. The journal boxes and axles are the 
same as used under three other forms of standard Chicago, 
Burlington & Quincy passenger trucks, and they are also 
interchangeable with the Pullman standards. It will be 
noticed that the side bearings are inside the wheel-pieces, and 
they are bent to give the middle wheel proper clearance. The 
usual practice in this respect is to bring the bolster through 
and under the wheel piece, and rest the side bearing on it 
outside the wheel piece. The object of this complication ha, 
probably been to obtain clearance for the middle wheel, or 
else it has been dictated by the idea that greater stability 
would be obtained by wide-spread side bearings. With the 
outside bearings the equalizer is thrown down so low that the 
pedestal brace is bent and brought around behind them. 
With the inside bearing a straight pedestal brace is placed 
directly under the equalizer. 

The drawings are so clear and complete that no further 
description is necessary. 

These tracks have been running more than a year under 
the long and heavy fast mail cars between Chicago and 
Omaha and they have given entire satisfaction. 

The following is a brief specification of the truck : 

Wheels to be 42 in. diameter on tread, steel tired. 

Axles to be made of best No. 1 scrap iron, free from 
steel pieces, to have collarless journals 4 in. x 814 in. Maker's 
mark and date to be stamped at centre. 

Journal Bearings to be made of good copper and 
tin in the proportion of 7 to 1, lead Jined according to Hop- 
kins’ patent. Bearings to weigh 10 Ibs. 1 oz. before, and 
12 lbs. 1 oz. after being lined. 

Equalizers are to be made of soft steel. 

Bolster Springs are to be double elliptic, made by A. 
French & Co., Pittsburgh, or equivalent. 

Equalizer Springs to be 8 in. diameter, 10 in. high. 

Nuts and Bolts—All nuts and bolts must have U. S. stand- 
ard threads and proportions. The bearings of bolt heads 
and nuts against wood te have large iron washers. 

Painting—The inside of trucks under car to receive one 
coat of mineral, the outsides to receive two coats of truck 
color mixed as follows: 10 Ibs. yellow ochre, 2 Ibs. keg white 
lead, 2 lbs. orange chrome yellow, and 14 Ib. burnt sienna, to 
be ground and thinned with car thinners; striped witha 
brown stripe mixed of Tuscan red and black, and fine lined 
with a white stripe. To receive two coats of coach varnish. 
Wheels to receive one coat of mineral on the outside, with 
one black stripe around edge. 

The weight of each truck is 15,500 Ibs. The weight of the 
car empty is 82,500 lbs., including, of course, the trucks. 











Aitachment for Boring Car Journal Bearings. 


The accompanying illustration represents an attachment 
for boring car journal bearings, which has been recently in- 
troduced by Messrs. Pedrick & Ayer, of the L. B. Flanders 
Machine Works, Philadelphia, Pa. 

A chuck arranged to be fastened to the table of an ordi- 
nary drill press, with automatic feed and quick return, holds 
the brasses to be bored, and by simply turning the hand- 
wheel they are brought together and firmly held in place. A 
double adjustable cutter bores two brasses at a time; the 
brasses being Jess than a half circle, strips are placed between 
their faces. These strips or parallels are held separately by 
the set screws, and need not be disturbed when once adjusted 
for certain sized boxes. When different sized boxes are to be 
bored, other strips are required. The operation of setting 
the boxes is as simple as screwing up a vise. The two jaws 

*See Railroad Gazette, Jan, 15, 1886, 









































ATTACHMENT FOR BORING CAR JOURNAL BEARINGS. 


Made by the L. B. FLANDERS MACHINE Works, Philadelphia. 


are adjustable and move toward the centre at one time, 
firmly holding the brasses against the strips. 

Below the chuck is a bearing for cutter-bar which is kept 
free from chips and dirt by a rubber ring, giving a good 
opportunity to oil. This cutter-bar is fitted into the taper 
hole in end of drill press spindle. Through it a slot is made, 
and two cutters with ends rounded are made to form a hinge 
or pivot for each other. The cutting end is shaped so that a 
good cutting edge is made when the cutters are set close to 
bore for a small hole, or extended for a larger one. They are 
designed to bore all sizes of car journal bearings with one set 
of cutters. The ends of the cutters are thickened to have a 
grinding or sharpening surface, and are sharpened by grind- 
ing on the face of them. They are extended or contracted 
by a nut and washer, top and bottom of cutters, and admit 
of very fine adjustment. This device can be very quickly 
put in place and at work, and when once adjusted, can be 
operated by unskilled labor. By having ring gauges on the 
bar hung up over the cutters, they can be often tried and the 
cutters adjusted to bore standard sizes. 








Gontributions. 





The Bridge Manufacturers’ Proposed Specifications. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

Will you give me space fora few words in reply to your 
remarks of the 19th inst. on the propositions submitted by 
the bridge manufacturers at the Pittsburgh meeting ? 

In discussing this matter it should always be borne in mind 
that the true desideratum is not on the one hand to produce 
the cheapest bridge, nor on the other to obtain a bridge of a 
given strength with the least possible weight of material, but 
to produce the bridge which shall have the desired amount of 
strength available for the support of live load for the least 
number of dollars. 

This end can be obtained neither by too great laxity nor by 
too great stringency in the requirements made of the manu- 
facturer, since in one case the strength will be reduced too 
much in proportion to the cost, while in the other the cost 
will be increased more than tho strength. All that the manu- 
facturers wish is to point out to railroad men the latter fact. 

It hardly needs to be said, I think, that concerns of the 
character of those who have joined in this movement would 
not be willing to have such standards adopted as would 
allow inferior material or workmanship. It is usually 
the man who is ready to accept without question any 
specification whatever, however severe its requirements, who 
will need careful watching during the execution of the work, 
while it is he who expects to comply most faithfully with the 
terms of his contract who will be most critical of its provis- 
ions before accepting it. What he objeéts to, however, is the 





disadvantage which extreme requirements place him under 
in competition with those who have no such intention. 

Iron suitable for bridges will have an average tensile 
strength in small sections, let us say of 50,000 lbs. per square 
inch. But in a series of tests made from bars rolled from 
precisely the same iron, variations of 2,000 Ibs. on either side 
of this average willoccur, and the engineer looking at such 
tests and seeing that 52,000 Ibs. is often obtained says, ‘‘ why 
not have all my iron of that quality?” But the variations 
referred to are inevitable, and hence the only way to exclude 
the bars showing the lower strength would be to test every 
bar. Nothing quite so expensive as this has yet been re- 
quired in iron, but the requirements of some specifications 
are not so very remote from this, and the tendency to in- 
crease the number of tests indicates rapid progress in that 
direction if engineers are not informed as to the expense in- 
volved in this effort. The manufacturers, knowing the cost 
so added to the work, see clearly that it would be better to 
fix the requirements of the specifications at a point that the 
lower variations from the average in good iron would in- 
variably meet and then proportion the strains, if necessary, so 
that the same margin of safety shall be preserved as in the 
best practice. The advantages of this method would be : 

1st. That the results expected could certainly be obtained 
and without delay. 

2d. That a given strength could be obtained at less cost, 
than by the other method. 

To the objection that such a specification would admit in- 
ferior iron the answer is that it would not, because both the 
average and the minimum tests of such iron would fall below 
those allowed, and the very object is to have the terms of 
the specification so definite and so practical that they can be 
strictly enforced. 

It is undoubtedly true that engineers have not found as yet 
that the cost of their bridges has been increased in proportion 
to the stringency of the specifications. Contracts under such 
have been accepted in the hope that theirrequirements would 
not be insisted on. But as all bids are based on the cost of 
previous work, just in proportion as these requirements come 
to be pressed in earnest will the cost of the work be found to 
rise, and however great{the competition among makers, 
prices must become just so much higher than they would 
otherwise be, and the question is simply, will it pay ? 

It is natural that engineers should desire to make the re- 
quirements of their specifications so high that something may 
be left to their judgment in enforcing them, but the personal 
equation of inspectors is too large to make such a plan just to 
the manufacturers. 

On the contrary, the effort throughout the proposed speci- 
fication bas been to fix the number of tests that shall be made 
at the expense of the contractor, while allowing more to be 
made at the expense of the party desiring them; to make 
every provision so definite that no question shall arise as to 
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its interpretation—a point in which most specifications sadly 
fail; and to keep the requirements both of material and 
workmanship at the very highest standard that can be ob- 
tained with certainty and with economy relative to the value 
of the results obtained; and this we think is sound practice 
from the point of view of the purchaser as well as of manu- 
facturer. MANUFACTURER. 








Some Seasonable Experiments. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

It has been somewhat the practice to blame Providence for 
a good share of the annoyance caused by broken wheels, 
axles and rails in cold weather. The expression ‘‘O ! iv’s 
the frost,” isa common one. Records of ex:eriments show- 
ing that frost in the metal has nothing to do with the trouble 
are scarce. Such experiments are easily made, and should 
be made by every railroad company. Below is a table show- 
ing the result of some tests made in February, 1885, of cold 
and warm rails. 


Report of Tests Applied to Cammel Sheffield Toughened 
Steel Rails. 
General Conditions of Test: 

FOCUS OR MMPOM: ooo secs SS eceses 65.7 ft.-tons 
Ra ere 60 Ibs. per yard 
Distance between bearings............ 3 ft. 
ie, ae RR rs Midway between bearings 
Mo Ee eee eee Top of head up 

Pieces tested were short cuttings taken off long rails used 
in making frogs, and apparently were not much worn. 
RESULT OF TESTS. 


Deflection at each blow.* 





13° below zero F. Mild weather. 




















Blow No. testo. 1/2]3/ 4/56 7 &|9/10) 11 12 
5 ces Rage tae cay rae 5 56) 5g) 36 5 56| 16 
Doce ae oe bel Z6) fs ¥a| 36| 35) Bo) 3486) Ba) Bs) 
Bo. IIIII 8] Ge] 94) $41 sgl 88) 6) 94'$el se) $2) $6 
4. cccvsssccccce cceece] Sot 4] 4) 441 $1 Ql Bl Seibel Sel S41 84 
B scsiateancinis, Quoi 451 38| 74) 24] {4| 74| 72) 28's] 98) 28) 22 
Biescscscchastecse eet £81 361 $4) $9) 38 4) eS) Seige 9) 96) 1 
Crccwvcccece® cbeecceces 4\ ) } | | \& 
S..  cesceseseceies ajape % 5% 54) Sal 5a A 4a) 56 58 %8| 3 i 
Total deflection... 356) 3746/2 4 296 34 274 416 486 4 |856|434|554 

| ee Ee ae 





* Deflection shown in inches. 





As iron or steel is soft at a very high temperature, and 
gradually hardens as the temperature is reduced, we would 
expect to find, as we do in the table, a slight increase of stiff- 
ness in the cold rails as compared with the warmer ones. I 
can find no reason for the belief that this change is greater 
between 40 degrees above zero and zero than between 80 de- 
grees above and 40 degrees above. 

While frost in the metal has notbing to do with the break- 
ing of wheel and rails, frost in the road-bed plays a very im- 
portant part in the matter. We cannot have an elastic road- 
bed in cold weather, and not always a smooth one. Wheels 
and rails must stand the winter strain. Your records show 
perfectly that with plenty of good metal in wheels they will 
rarely break, notwithstanding the heavy loads now carried in 
our cars. Rails also must be heavy enough and of good 
quality in order to stand the thumping they get in winter. 
Every rail that shows a split or flaw should be removed from 
the track before cold weather sets in, and every broken rail 
taken out on sight. Your paper would show many less acci- 
dents from broken rails if this were the common practice. 

Now as to the new trouble of crushed or battered ends, 

















THE STRENGTH OF SPIKES. 


Every one interested in this subject should take a piece, say 
2 ft. long, from the end of a battered rail and cut the 
head off and then draw down one end under a hammer to, 
say, one inch indiameter. Then nick with a cold chisel and 
break off a piece from each end. Compare the grain in the 
end that has had the extra work on it with the end not so 


and not angle-bars, so that there were no fish-bolts through 
the rails to hold them together. The rails were, however, 
notched for spikes, so that there were four spikes at each 
joint, or two spikes at each end of each rail, with a more or 
less imperfect bearing on the notch of the rail and a much 
| solider bearing on the base-plate below (through a hole in 
worked, and compare both with a piece of some old rail that | which they are driven into the spike) to sustain the great 
has proved of good quality. The result will show that it is | longitudinal strain. As in the nature of things, there must 
quite possible for two pieces of steel of the same chemical | have been among some 96 spikes at 24 joints for 5 rail- 
qualities to be quite different in other respects. So is it not | spans of double track, and 64 more for 16 joints in the wash- 
possible that steel rails as made at present are not worked | out illustrated, some whose bearings were more or less in- 
enough? The Michigan Central Railroad has thought proper peewee there might reasonably have been cases where a 
to pay some $4 a ton extra to have an order of Eng- | single spike sustained practically the whole strain on one line 
lish rails hammered in the old-fashioned way. These rails | of rails, although it hardly appears possible, from the com- 
show a very fine grain. putation below, that there were any which failed to act. 

Now as to frost in the road-bed. It is bad enough to have| That under these circumstances no one of these spikes 
a solid road-bed, but to have it uneven adds to the trouble. | should have given way unde: thestrain and so dropned one 
Heaving is ordinarily supposed to be occasioned by poor bal- | track at least into the gap (for had one side given way, the other 
last and insufficient ditches. Last spring I had holes dug in | would have been almost sure to follow), must be regarded as 
a number of places where heaving had been especially trouble- | very surprising, for the strain is very great. The deflection 
some. I found in every case a layer of soil from 1 ft. to | shown in the engraving amounts to only ,5 of the span, and 
3 ft. below the ballast that had the property of at-| could not have been very much greater than , in the span of 
tracting water and of arranging itself and the water into | which we have no view, since even that deflection requires 
thin layers of soil and clear ice, like the leaves of a photo-|a lengthening of the track of some *( in. in a 30-ft. rail, 
graphalbum. The ice measured in total thickness exactly | which extension must, of course, concentrate itself at the 
the same as the elevation of track caused by heaving. Some | joints and bend the spike over considerably to accomplish it- 
of these heaving places were in cuts and some on embank-| The strain at the centre (where it is least) of the ‘‘ cables” 
ments with no water nearer than 6 ft. below the peculiar | of such a suspension bridge is given by the formula: 
material. Where the water comes from I could not ascer- clear span 7 dees é 

: . 2 . ; = ,x entire weight of clear span and load. 
tain, but hope to find out this spring. 1 suggest to those in- 








” = deflection x 8 

terested that before spending much money on ballast and | In so flat a ‘‘ suspension bridge,” the strain is essentially the 
ditches to cure heaving, they find out whether it may not be | game throughout the “‘ cable,” only beginning to be consider- 
cheaper to dig out certain particularly bad places (which are | ably greater at the ends than in the middle when the deflec- 
usually short) and fill in with about three feet of good bal-| tion is very great. The load may be taken at some 200 lbs. 

last. | per yard of span per single rail, as thus : 


‘* Why do angle-bars break ?¢” Rail ° reyes. 
A careful examination made a few days ago shows that’ Ties, 1i¢ per lin. yard of track. or 94 per lin. yard of rail, 
out of 60 miles of track laid last summer, with Michigan | , Weighing each say i50 Ibs., 34 of which is......:....... 112 © 
‘ ae * 5 Joint, 40 Ibs., 1-10 to each yard of rail........ ........-- 4 
Central standard joints, not one angle splice or one rail has | Dirt and live load.............0  cceccceccccccccececececte 14 * 
broken. ‘ J. D. Hawks. ain 
Detroit, March 23, 1886. po ee Ped ee rt ee er Eee rere eee eer Ty 200 








This makes the total weight of and load on each rail : 


Por GO-28. pan, ZOO GO nck. da ccccccdscccccsees 12,0€0 Ibs. 
a) SF ee ore er 30,000 “ 


This makes the total tensile strain resisted by the shearing 
strength of the spike at each joint alike, assuming in each 
case a deflection of 44 of the span : 





The Strength of Spikes. 


The late severe storm in Massachusetts, Feb. 13 last, caused 
a great number of wash-outs on the railroads in the eastern 
part of the state, as we noted at the time, and among them a 
number on the Boston & Providence, from a photograph of | or the 60-ft. span (illustrated), 
one of which, at Eight-Mile River, near Hebronville, Mass., 40 _ 5, x 12,000 = 60,000 Ibs. 
our engraving has been prepared. The gap in this case was 8 
60 ft., and a close examination of the drawing will show| For the 150-ft. span (not shown), 5 x 30,000 = 150,000 
where the joints are, about 15 ft. from each end. The track | Ibs. 
hung up there for two days, and many people walked over it, | This force was resisted, if such a force was resisted, by the 
stepping from tie to tie. shearing strength of the spike at most. But the ultimate 

There was, besides that illustrated, a still more remarkable | shearing strength of wrought iron does not ordinarily exceed 
wash-out between Mansfield and West Mansfield, of which, | 60,000 Ibs. per square inch at most, and is usually less. A 
unfortunately, no photograph was taken. At this wash-out | ,%,-in. spike has 0.317 square inch of section, and can conse- 
there was a gap of precisely the same character, but 150 ft. | quently resist at most only some 19,000 Ibs., or 38,000 Ibs. 
wide, or five rail lengttis, over which the track hung sus-| per joint. By assuming the deflection in the engraving to be 
pended in precisely the way shown, and was still strong | twice as great as that assumed, or 34, (which it clearly is not), 
enough for people to walk over in the same way, which many | we might perhaps account for the phenomenon in the en- 
did, as might have been expected, since there is no perform- graving, and the resulting necessary extension of 2.16 in, 
ance of that kind so foolhardy that men cannot be found to | per rail-length over the gap might be assumed to have been 
attempt it, if enough of them learn of the chance in time. | scattered backward through a number of joints beyond the 
We are indebted for the photograph and above information| gap. But making the same assumption for the larger gap 
to Mr. A. A. Folsom, Superintendent of the road. not shown, we stil] obtain a shearing strain of 37,500 Ibs. per 

The joints in use on that road are the Fisher bridge joints, | spike, which is twice its probable ultimate strength. 
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We are therefore driven to the conclusion that something 
else beside the spike assisted to hold the rails together, and 
this can only have been the friction of the rail wedged in by 
the settlement between the base-plate and the ‘‘ fore-lock,” 
or the short block which caps the base’of the rail and serves 
as a washer for the l-in. U-bolt which goes under the rail 
and holds the joint and rails together. This friction might, 
no doubt, become very great indeed, but when all allowances 
are made the record is, from every point of view, an extraor- 
dinary one, which seems al! but impossible. As we know 
that it did occur, however, it iscertainly an excellent ilius- 
tration of what materia! will do at a pinch, and especially of 
what iron will do in a spike subjected to shearing strain. 








Coal Tests on the Northern Pacific. 


The great difference that exists in the evaporative powe 
of different kinds of fuel is very clearly shown in the accom- 
panying table, which gives the results of some tests made laSt 
year on the Northern Pacific. The four kinds of coal tested 
are used in a district embracing 600 miles of road. 

Tbe following conditions under which the tests took place 
show that the greatest care was exercised by Mr. G. W. Cush- 
inz, the Superintendent of Motive Power, to insure a fair trial, 
giving accurate and trustworthy results. 

One engine with the same crew on all trips was used, and 
the total work done by the engine is given for the time the 
test was in progress. 

The train weights given are correctly stated and are exclu- 
sive of the weight of tender and eugine. 

The coal used was weighed and the water wes measured 
by special agents of this department, as is usual in the com- 
pany’s tests of fuel and materials. 

For obvious reasons the names of the fuels used are not 
given, but it may be stated that Nos. 1,2 and 3 are bitumi- 





nous coals, and No. 4 is a native lignite, of which a consider- | 


able quantity is used on certain divisions. The results ob- 
tained with the lignite are not given, but are inferior to those 
obtained from true coal. 

The data of grades and proportions of engines are given to 
enable comparison of work done elsewhere to be made. 

The brick arch was used in the fire-box of engine 92 during 
the test. 


' 
Comparative | | 
values as de- 
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Some remarkably accurate lines of railroad levels, on a 
continental scale, extending from the Missouri River to the 
Pacific Ocean, made in the various surveys of the Atchison, 
Topeka & Santa Fe, Atlantic & Pacific and Southern Pacific 
railroads, were presented in a recent paper by H. V. Hinck- 
ley, C. E., before the American Society of Civil Engineers. 
The levels were not run at once, but in detached sections at 
intervals of some years apart, and without any thought or 
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cial test as to string them together over a line 2,000 to 2,500 
miles long; but below is the result, which speaks extraordi 
narily well for the accuracy of all. 


Rail Circuit Checks. 


Errors 
Errors feet per 
No. Miles. in feet. mile., 

1. Kansas City via Topeka to Atchi- 
Cris AX, dies a Remihetceeas 116 0.006 0.00005 

2. Emporia Junction via N, Tope- 

ka and Junction City to Em- 
poria Junction ‘ --- 196 0.180 0.00092 

5. Pueblo via La Junta and El Moro 
a ee eee 246 0.580 0.00236 

10. Deminzr via Albuquerque and 
Mojave to Deming ........... 1,862 1.978 0.00106 

1l. Rincon via D. ming and El Paso 
WO GO ccc ccvexacess coniaewas 218 0.190 0.00087 

Tide Checks. 

3. Kansas City via A. & P. Rail- 
road t> San Franciseo......... 2,115 2.04 0.00096 

4. Kansas City via A. & P. and S. 
P. Railroad to Pt Ysabel...... 2,150 1.03 0.00048 

6. Kansas City via Demivg to San 
RS ee Peak 2,347 0.062 0.00003 

7. Kansas City via Deming to Pt. 
a Ae a te 5: . 1,686 0.948 0.00056 

8. Kansas City via Tombstone to 

Guaymas cae: ailubaeee ..1,657 3.396 
9. Kansas City via El Paso to Sa 

RS 2,459 0.128 0.00005 


This speaks well for the accuracy of all the work, unless 
indeed the ‘* direct search” among the old archives, and 
‘* checks from intersecting roads and reliable benches” (italics 
ours) meant the inclusion of those among the usually dupli- 
cated lines which were found to be ‘‘ rehable,” and the ex- 
clusion of others, which we have no reason to believe was the 
case, 








TECHNICAL. 





Locomotive Building. 

The Tanner & Delaney Engine Co. in Richmond, Va., is 
building several small locomotives for logging railroads and 
for shifting. One was shipped last week to the Cincinnati & 
Newport Iron Pipe Co. which has four drivers and 7 by 10 
in. cylinders, the total wheel-base being 4 ft. only. 

The Illinois Central shops in Chicago are building 10 new 
Mogul freight engines for the road, and will shortly begin 
work on 3 new double-ender locomotives for the Chicago sub- 
urban trains. 


The Car Shops. 


The Wickes Car & Refrigerator Co. has been organized in 
Chicago to build, lease and run refrigerator cars. The incor- 
porators are John M. Thatcher, J. McGregor Adams and 
James H. Wickes. 

The Peninsular Car Works in Detroit hive begun to deliver 
400 box cars to the Cincinnati, Hamilton & Dayton road. 
These cars are 34 ft. long and are built to carry 40 tons. 


Bridge Notes. 


Messrs. Sooysmith & Co. have just completed their contract 
for foundations of the Baltimore & Ohio Railroad bridge 
over the Schuylkill River, at Philadelphia. There were four 
pneumatic caissons sunk, the deepest one being to the depth 
of 80 ft. Lelow water surface. The bed-rock was found vary- 
ing in level from 8 to 12 ft. under each caisson, and in each 
case had to be stepped off by blasting, so as to give a nearly 
horizontal bearing for the foundation. Considering the diffi- 
culties overcome, the work has been accomplished in an 
unusually short time. 

Mr. C. J. Schultz, of Pittsburgh, has secured the contract 
for the new elevated road which the Baltimore & Ohio Co. is 
about to build in Baltimore. 

The Harlem River Bridge Commissioners will receive bids 
until noon on April 22 next for the construction of the pro- 

sed new bridge over the Harlem River at 181st street, New 

York. Plans, specifications, etc., can be seen at the office of 
the Commission, Room 73, Cotton Exchange, Hanover 
Square, New York. 


Iron and Steel. 


Mr. J. P. Witherow in Pittsburgh is building a new steel 
plant for the Glasgow Iron Co. at Pottstown, Pa., which will 
shortly be completed. 

Edgehill Furnace at Edgehill, Pa.,. owned by Joseph E. 
Thropp & Co., recently turned out 585 tons of pig iron in 
one week. The furnace is 56 high and 1614 ft. bosh. 

The National Tube Works Co. at McKeesport, Pa., has 
taken a contract to furnish the Pennsylvania Natural Gas 
Co. with 12 miles of 12-in. wrought-iron pipe. 

Pennsylvania Furnace, in Huntingdon County, Pa., will go 
into blast next week. The furnace has been repaired and 
rebuilt. 

The Carbon Iron Co. is arranging to purchase the Fort 
Pitt Iron and Steel Works, in Pittsburgh, and will put up 20 
furnaces for producing steel by the Eames graphite process. 

Messrs. George Boulton, R. B. Brown and associates have 
purchased land at Homestead, near Pittsburgh, and will 
build Bessemer steel works there. Work is to be begun at 
once. 

Jones and Laughlins are about to add a new stack to their 
Eliza furnace in Pittsburgh. The new turnace will be 80 ft. 
high and 20 ft. bosh, and is expected to have a capacity of 
about 200 tons a day. 


The Rail Market. 
Steel Rails.—The market is steady at $35 per ton at East- 
ern mills, with $34.50 taken for desirable orders or late de- 

liveries. Light rails are quoted $36@338. 
Rail Fastenings.—The market is active, with spikes 
uoted at 2.40 vents per Ib. in Pittsburgh; track-bolts, 2.75@ 

3.10, and splice-bars 1.70@1.80. 

Old Rails.—Old iron raiis are very dull at 321.50@%23 per 
ton at tidewater. Old steel rails are quoted 822@$24 per 
ton in Pittsburgh. 


Southern Society of Engineers. 
A meeting of this Society was held in Jacksonville, Fla., 
March 15. Cclonel James G. Gibbs, of Quincy, Fla., was 
elected a member, apd several new members were pes sed. 
A paper was read on the ** Desirability ot the Esta lishment 
of a True Polar Meridian and a Standard of Length in each 
County in the State,” and a discussion followed. The next 
meeting will be held April 19. 


Engineers’ Club of Philadelphia. 

The regular meeting was held in Philadelphia, March 6, 
President Jones in the chair; 22 members and 3 visitors pres- 
ent. 
The Secretary ewer ane for Mr. Wm. H. Dechant, a 
description .of a Practical Test to Operate a Distant Sigual 
by a Wire Run through a Pipe Filled with Oil. 


signed by Mr. R. E. Peary, Civil Engineer, U. 8. N., for the 
Nicaragua Ship Oanal. 

Prof. L. M. Haupt continued his paper on Harbor Studies, 
applying the principles to the harbor of refuge at the Dela- 
ware Breakwater. 

Mr. C. W. Pusey described Baird’s Distiller, as used in the 
works of the Pusey & Jones Manufacturing Co., for furnish- 
ing distilled water for the men. 

Mr. Wm. H. Derbyshire described a new Double Lathe tor 
Turning Steel-Tired Car Wheels, showing the method of 
holding the axle at four points, so as to give greater steadi- 
ness under the cut. The drivers, adjustable in all directions, 
and a convenient calipering attachment for bringing the 
wheels to size, were also shown, as well as the cutting toole, 
which take the whole face of the tire, including the flange, at 
one cut. 

Mr. F. W. Gordon described a lathe for the same purpose, 
which resembles in many respects the ordinary double-headed 
wheel lathe. There are two head-stocks with face-plates, two 
carriages, etc., for finishing both wheels at the same time. 
The novel feature claimed for this lathe is the arrangement 
for supporting the axle on its journals, affording a substan- 
tial bearing, close up to the wheels to be turned, and thus 
permitting heavy cuts and doing true work. The lathe has 
no live spindles. The face-plates revolve in rigid projections 
from the head stocks. The only duty of the face-plates is to 
revolve the work, and the trueness of the work is said to be 
in no way dependent on the fit of the face-plate bearings. 
In these projections are substantial chucks, which grip the 
axle on its journals. The distance from the point of support 
to the point of cut is thus reduced to a minimum ; the jour- 
nal support permits a much heavier cut than can be taken in 
centres ; the wheel is turned true. The work, he said, can be 
turned out very rapidly, and when done, is well done. 

The Secretary, for Mr. J. H. Harden, called attetition to 
a publication of the Chesterfield & Midland Counties Insti- 
tution of Engineers, upon Davis’ Self-timing Anemometer. 
The Secretary presented for Mr. James ¥. Wood a note 
recalling the fact that parties connected with the Atlantic 
City Drainage Co. had made, a year ago, a great outcry at 
criticisms of their modus operandi made in the Club, and 
stating that the company is now taking up many of its 
pipes, which were put down at wrong grades, and relaying 
them at proper grades. 


The Curlin Automatic Frogless Switch. 

The Cincinnati Enquirer of March 26 says: ‘* Yesterday 
a number of railroad officials assembled at Ludlow to witness 
a test on the Southern road of the Curlin automatic frogless 
switch. The Southern people had a train made up of an 
engine, baggage car and two passenger coaches. The switch 
was first set for the side track, the train run up the main 
track, and the wheels set the switch and crossing for the 
main track without damage to the train or track. The 
switch was again set for the siding, and the train run in on 
the side track. At that momenta long freight train came up 
the main track. The switch was thrown for the siding. The 
front wheels of the engine on the freight set the switch for 
the main track, and the entire train passed along the main 
track as smoothly as if it had never struck a mis- 
placed switch. The engine and cars were run through 
the switch several times, it being set wrong, and it al- 
ways performed its work. The device differs in almost 
every particular from the frogs and switches now in 
use, and is absolutely auxiliary to the main track, but 
does not change the construction, strength or form of the 
main track. All the parts of the switch and crossing that 
are movable are so arranged as to form a continuous rail for 
the siding, and the wheels of a passing train can pass from 
the main to the side track without joltng. When the switch 
is set for the main track, all the parts of the switch and 
crossing are thrown entirely away from the main rails and 
leaves the main track clear and unbroken. In case the 
switch is left thrown for the siding through carelessness, a 
device is provided for the automatic opening of the switch 
by the contact of a passing train, which sets it entirely clear 
of the main track.” 


Moulding Car Wheels by Machinery. 


On Saturday last at Wilkes-Barre the first car wheel ever 
made in this country by machinery was turned out at the 
works of the Dickson Manufacturing Co. The wheel, com- 
plete in all respects, was made in less than one minute. The 
machine by which the work was done is the invention of 
James J. Carr, of Wilkes-Barre, and it seems destined to 
revolutionize the business of moulding car wheels. By this 
machine more than 600 wheels can be completed in 10 hours. 
By the old process it requires two men one day to make 18 
sie. and then they are not complete, as the axle holes have 
still to be bored when the wheels leave the molders’ hands. 

A number of interested gentlemen, among them capitalists, 
attorneys and machinists, witnessed the production of the 
first wheel. A company has been formed in Wilkes-Barre 
under the name of the Carr Wheel Manufacturing Co., a 
large amount of capital subscribed, and a site is now ay | 
selected on which to erect a factory for the manufacture o 

wheels.—Scranton (Pa.) Truth, March 18. 


A Technical School for Apprentices. 


Mr. R. W. Bushnell, Master Mechanic of the Burlington, 
Cedar Rapids & Northern road, has made arrangements to 
give technical instructions to the apprentices and — men 
employed in the shops of the company at Cedar pids, Ia. 
The company has given Mr. Bushnell the use of a room in its 
general office buildings, and, with the aid of Mr. Voss, Fore- 
man of the var shops, and the Chief Draftsman, he{will give a 
regular course in mechanical drawing and in elementary 
mechanics. which will, he hopes, be of much service to the 
young men who are inclined to take advantage of it. 


Liability of Railroad Employes in India. 
The Indian Railway Service Gazette complains of the sever- 
ity of the laws by w..ich employés are punished in India for 
neglect of duty, etc., and —_ as follows from the railway 
act of 1879. the italics probably being its own : 

‘*25 Any railway servant who isin a state of intoxica- 
tion while actually employed upon a railway in the discharge 
of any duty, or who negligently omits to perform his duty, 
or who performs the same in an improper mann-r, shall be 
punished with fine which may extend to 50 rupees ; 

‘Or if the duty in any of the cases aforesaid be such that 
the negligent omission or improper performance thereof 
would he likely to endanger the satety of any person travel- 
ing or being upon such railway, such servant shall be pun- 
ished with impr:sonment for aterm which may extend to 
one year, or with fine or with both. 

“26. If any railway servant in the discharge of his duty 
endangers the safety of any person— 

‘- (a) by disobeying any general rule sanctioned and pub- 
lished and notified in the manner prescribed by section eight ; 
or 

‘* (6) by disobeying any rule or order not inconsistent with 
the general rules aforesaid, and which such servant was 
bound by the terms of his employment to obey, and of which 
he had notice ; or 

“s 9 by any rash or negligent act or omission, 

‘He shall be punished with imprisonment for a term 








immediate probability of their being subjected to such a cru- 





Mr. J. Foster Crowell exhibited, described and pare 
to the Club a model, illustrating the Rolling Lock Gate, de- 


which may extend to three years or with fine which may ex- 
tend to 500 rupees, or with both.” 
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EDITORIAL ANNOUNCEMENTS. 


‘sons connected with this paper are forbid 
under any circumstances, and we 
to have any act of the kind reported to 


Passes.—All 
den to ask for 
will be thankf 
this office. 





Contributions.—Subscribers and others will materially 
assist us in ing our news accurate and complete if 
they will send us early information of events which take 
place under their tion, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress antl completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their aoe pemmanen particulars as to the business of 





railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men tically acquainted with 


praci 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and ially annual reports, some notice 
of all of which will be published. 





Advertisements,— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








“THE STRIKES AND THEIR CONSEQUENCES. 





The apprehensions caused by the strikes on the 
Missouri Pacific and the Texas Pacific systems, and 
later in the East St. Louis yards, cannot be allayed by 
any such settlement of the difficulties as has 
occurred, or by the resumption of traffic after 
its suspension for nearly a month. What was 
peculiarly alarming in this event was not so 
much the strike, but the successful defiance of the 
law by the strikers, persisted in with very little 
inconvenience to themselves for weeks and shame- 
fully permitted by the authorities of the towns, 
counties and states. In many, perhaps most, cases 
the mobs have been too powerful for the local 
authorities, though in the city of St. Louis, at 
least, they should have been able to command force 
enough to arrest not merely a few individ- 
uals, as they did do, but every man who interfered 
with the running of trains, and absolutely put an end, 
from the very first day, to all obstructions to the run- 
ning of trains, so that, ifthe company could get the 
necessary men, they should have been able to take 
out the trains in safety. But the governors 
of the several states have no excuse. It was their 
duty to use all the force at their command to put an 
end to the violent interference with public and private 
rights which they have permitted for weeks, content- 
ing themselves with simply protesting against it, or at 
most providing a force totally inadequate to prevent it 
or to apprehend the great mass of those engaged in it. 
The result is that those who have engaged in this 
criminal violence, though they may have failed to se- 
cure the object they aimed at in this particular case, 
have been taught by the supineness and cowardice of 
the public authorities that the disabling of engines and 
trains, the obstruction of tracks and the other violent 
practices of which they bave been guilty, are safe 
weapons for them to use, and in spite of failure in 
this particular case, extremely effective weapons; for 
they cannot fail to know that thereby they have caused 
immense losses to those with whom they were contend- 
ing. This is a lesson which they and others like them 
_ will not forget, and it is greatly to be feared that in 
future differences between employers and employés, 
such as will inevitably occur, more and more it will 
become the custom of strikers to take violent posses- 
sion of the property of the employer, until some time 
the reign of law is re-established by bloody conflicts. 

There is no doubt that the employés in this case have 
suffered very greatly in public opinion by their con- 
duct; but they feel that this is due to the badness of 
their cause in this particular instance rather than to 
the course which they have followed. But it is the 
course which needs to feel the condemnation, and it is 
just as reprehensible when followed in the best as in the 
worst of causes, and should be prohibited, at whatever 
cost, instantly whenever attempted. It will have to be so 
prohibited some time. An end might have been put to 
it when this strike began, by a sufficient force, by mak- 
ing a few hundred arrests; it is to be feared that when 
an end is finally put to it, on some future occasion, 


it will be at the cost of hundreds of lives and a wide- 





spread destruction of property. Either the state au- 
thorities have had a most inadequate sense of the 
gravity of the occasion, or, which is much to be 
feared, they have neglected what they knew to 
be their duty, because to execute it might lose 
them a few hundreds or thousands of votes, and 
make them ‘ unavailable ” thereafter as candidates of 
their party for public office. Many a man, unfor- 
tunately, who has faced death unflinchingly ina storm 
of bullets, has not courage enough to face this fate by 
doing his duty when it will cost him votes, and it is 
this kind of courage that is needed now in public 
station. 

This feature of the Southwestern strike—the violence 
used by the strikers—has seemed to us of such tran- 
scendent importance that every thing else connected 
with it became insignificant, and it was hardly worth 
while to inquire into the grievances alleged or the con. 
duct of the railroad managers toward the strikers. 
Negotiations with a man about business while that 
man is holding you by the throat are hardly capable of 
discussion as to reasonableness; and the Missouri 
Pacific Railway Company has been held by the throat 
for the past month, as the Texas & Parific was a year 
ago, when, notwithstanding, it concluded an agree- 
ment, which naturally has returned to plague its in- 
ventors. 

The men employed on the lines of the Missouri 
Pacific and still more on the Texas Pacific are proba- 
bly of a less intelligent and more violent class than the 
average of railroad employés. Nearly the whole rail- 
road system of Texas is new, and has had to be 
manned with the best material that could be picked 
up, with probably a much smaller proportion of mar- 
ried men than almost anywhere else. Moreover, it 
must be remembered that the higher classes of em- 
ployés—the engine men, conductors, ete.—have notas 
a body been engaged in the strike, so that the whole 
body of employés of these roads even cannot be held 
responsible for what has been done. Nevertheless, 
what has happened on them is to be feared 
on other roads farther north and_ east, as 
the conduct of the men in the Kansas City and East 
St. Louis yards indicates. That is, there will be men 
enough on almost any railroad ready to put a violent 
end to its operation in case of a strike, if they feel that 
they can do it without danger to themselves. Prob- 
ably even in Texas and Missouri only the more reckless 
spirits at first actually perform the criminal acts, but 
they do it with a sympathizing mob at their backs 
and are rewarded with applause, which soon brings 
out imitators. The Knights of Labor who ordered 
these strikes doubtless have not, as an organization, 
counseled violence, and their principal officers doubt- 
less deprecate it ; but their members individually 
have exercised it, with their fellows standing by con- 
senting and preventing any interference; and the 
organization has taken no steps to prevent this, and 
so properly has been held responsible. 

Must, then, railroad companies always be liable to 
have their traffic interrupted for weeks at a time by 
strikes of employés? Will they be liable to this be- 
cause of some difference, not between them and their 
employés, but between sume other company and its 
employés? Is the indispensable means of communi- 
ca:ion between different parts of the country to be at 
the mercy of a small part of the employes of a small 
part of the national railroad system? That is the 
natural consequence of what has happened in the 
Southwest. Some way must be found to prevent it. 

A bill has been introduced into Congress to prevent 
it by government arbitration, the results of which the 
railroads and their employés shall be forced to accept. 
Aside from other objections, the fatal one to this 
is that the men cannot be forced to accept any terms 
which they do not like, and it is to be feared that 
there would be no end of strikes or appeals to arbi- 
tration if the men stood a chance of gaining by 
them and no chance of losing. 

While employés have aright to demand whatever 
wages they think they can get, and, under the present 
methods of engaging them, have a right to unite ina 
strike to secure what they want, the objections to 
strikes on railroads, even when conducted legiti- 
mately, are much greater than in ordinary occupa- 
tions. In the first place, the welfare of the community 
requires that there should be no total interruption of 
the working of a railroad, such as might occur from 
the unanimous action of a very small fraction of its 
employés, such as its enginemen. In the next place, 
a strike on a railroad, where it is necessary to resume 
operations at the earliest possible moment, does not 
test the reasonableness of the demands made. 

The number of men familiar with the different 
kinds of railroad work does not greatly exceed the 
number of men actually employed, and never should, 
else there would be a great surplus of unemployed 


railroad men. If all of the men of anyone class on 
one road refuse to work at the wages given, what we 
need to know is whether the employment at those wages 
is attractive to the kind of men fitted to qualify them- 
selves for it, though not then familiar with it. "Now 
we cannot ascertain this until time enough has elapsed 
to train men for the place, which, except for the 
simplest kinds of work, is entirely inadmissible. Not 
long ago the brakemen on a Southwestern railroad 
struck for an advance from $60 to $70 per month, and, 
we believe, got it. Now itis probable that there are 
more than a million of men in the United States en- 
tirely capable of filling the places of these brakemen, 
after a few weeks training, who would be delighted 
to take them at $60 per month, and then be much 
better off than they see any prospect of becoming 
where they are. But it would not do to wait even 
a few weeks to engage and train these men, 
for the trains must be kept running every day. The 
rates of wages, hours of work, etc., which will attract 
a sufficient number of the right kind of men into an 
employment and keep its ranks always full are the 
rates which are properly paid. It is entirely possible, 
and, in fact, continually happens, that what were 
proper rates at one time become insufficient, and yet 
the men working for those wages are glad to keep 
their places, because their special knowledge cannot 
be utilized in another employment, and thete is at 
the time no increase in the demand for men 
in theirs. Such a condition of things cannot last long, 
however, because a force of men has constantly to 
be recruited, and new men cannot be got to fill the 
places that become vacant without giving them a 
chance todo as well as they can do in other occupa- 
tions; it may last long enough to justify a strike fur 
higher wages, however, if they are not granted on re- 
quest. 

Therefore, both because of the peculiar work of rail- 
roads and of the impossibility of testing the market 
value of services by a strike of railroad employés, it 
is important that they, or a large part of them, 
should not be engaged by the day, as it were. free to 
leave the company’s service at any time, but for 
longer periods, as by the year, bound to remain till 
the expiration of the period for which they are en- 
gaged, on the terms which both parties have accepted. 
This would take from the employé the power to do his 
employer great damage by the sudden withdrawal 
from his service, but it would not affect his ability to 
secure the wages and treatment which his services 
properly command, for the reasons given above. 

But a great many consequences follow from this 
methcd of employment, some of which may not be 
welcome to the railroad companies. If they engage 
men to remain for a year, they must keev them 
through the year, however dull business may be, un- 
less they have fault to find which will justify them 
before the law for discharging them. But the great- 
est difficulty is to get any hold upon the men 
so that they will be losers by violating their 
contracts. It is all very well to contract with a 
man to work for a year, but if at the end of a month 
he concludes to go to Oregon and leaves his contract 
unfilled, what are you going to do about it? The 
company has property which cannot be moved away 
and it can be held to fulfill its side of the contract; the 
employé usually has nothing which he cannot convert 
into abit of paper which he can carry to Australia, 
and cannot be held to perform his side of the con- 
tract. 

It seems, then, indispensable to any policy which 
would retain men for definite periods, or until a legal 
settlement, in the service of a railroad company, that 
they should have something valuable to lose by going 
away before their term of service has expired. This 
valuable thing need not be wages withheld, but priv- 
ileges not yet available. In brief, the organization of 
a corps of employés such as exists in France and Ger- 
many, and was set forth in these columns nine years ago 
in a description of it by the manager of one of the 
great French railroad companies (afterward published 
in a pamphlet*) seems to offer better than anything 
else suggested the outline of the plan which will make 
it very much against the interest of the employés of a 
railroad to abandon its service altogether, and yet will 
make it possible for all their rights to be protected. 

This plan has been imitated in this country recently 
by the Baltimore & Ohio, and later by the Pennsyl- 
vania Railroad Company, in their relief and insurance 
associations, not entirely to the satisfaction of the 
employés in the latter case. The features in it which 
are likely to secure the fulfillment of their side of the 

* Railroad Employés in France : an Account of the Organiza- 
tion of Railroad Sei vice on a French Railroad, with the position, 





rivileges and pay of men of different grades, and the full regu- 
ations of provident and pension funds; by F. Jacqmin, Manager 
of the Eastern Railroad of France. New York, 1877, published 
by the Railroad Gazette, 
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contract of employment by the men is that which 
gives them rights to pensions for disability, or after a 
certain period of service, and insurance to their fami- 
lies after death, which in time have a very considera- 
ble value, and will not lightly be forfeited by a breach 
of contract on the employé’s part. 

The French plans, however, and we think the Amer- 
ican followers of them. do not sufficiently provide for 
the rights of the employés in these funds. In France 
the funds out of which pensions and insurance are 
paid are formed one-half from contributions from the 
companies directly, and one-half from amounts with- 
held from the wagesof the employés. Virtually, how- 
ever, the funds are entirely suspended wages ; for any 
right or privilege which may be given in addition to 
nominal wages is really part of the consideration for 
which the man works. He appreciates it for what it 
is worth: If there is anything uncertain or contip. 
gent about it, it counts for less than an equal 
sum paid directly in wages, but it counts nevertheless. 
Now these deferred payments ought not to be wholly 
at the discretion of the employer. They may in time 
have a value of a thousand dollars ormore. The right 
to it should not be forfeited by anything buta serious 
breach of contract by the employe. If heis offered a 
better place elsewhere, he ought to be free to 
take it, and receive some commutation of his 
insurance and other rights; much more if he 
leaves because of a reduction of wages to which he 
has not consented. It is proper that such deferred 
payments should be used to secure the fulfillment of 
the employé’s contract, to require him to give dug 
notice of leaving the company’s service, but it should 
not be possible to use it so as to impose upon the em- 
ployé ; and in this country, where the chances of bet- 
tering one’s self are frequently offered, a great deal of 
freedom needs to be left to the employé, and may 
safely be left to him, and will certainly and properly 
be required by him. 

In France (and Germany) the larger part of the 
employés on a railroad form a body enlisted in its 
service rather than employed, and permanently en- 
gaged, discharges being made only for serious faults. 
These are a picked body of men, who alone are 
entitled to the relief, pension and insurance funds, 
and other privileges, being recruited after a consider- 
able term of service in the ranks of temporary em- 
ployés, who are subject to discharge at a day’s notice, 
and are on the same footing as most other ordinary 
workmen. The latter formed something like one-third 
of the entire force of one of the great French companies 
in 1867. The permanence of the employment of the reg- 
ular corps of employés of itself makes an appointment 
in it desirable, and this is actually the object of the 
ambition of most of the temporary employés. The regu- 
lar employés, who receive yearly salaries, are thus all 
tried men. They are sufficient for the working of the 
road even if all the temporary employés should fail, 
and their places and the privileges attaching thereto 
are too valuable to be lightly given up. 

This latter, the desirability of the places, must bea 
feature in any organization of the kind, if it is to be 
successful. But there are many things which con- 
tribute to making place desirable. Good wages are 
one thing, permanency of employment is another, 
likely to become more and more important in this coun- 
try, asit has long been of almost controlling importance 
in Europe. Good treatment is another thing which 
makes a place desirable, and to this may be added 
privileges which a great railroad company often is 
able to grant at a cost much less than they are worth 
to the employés, in ways such as Mr. Jacqmin has 
shown to be practiced in France. Indispensable 
to success is provision to secure justice to 
every man, and the avoidance of anything like 
Oppression or arrogance. The men’s grievances 
must be heard, and they must be permitted to con- 
duct their negotiations through agents of their own 
selection. No possible arrangement will secure 
harmony with injustice, and any effort to secure the 
power to treat men unjustly will certainly fail. In- 
deed, in the present temper of employés, it is to be 
feared that they will object to arrangements which 
simply bind them to do their duty. 








THE CAUSE OF RAIL FAILURES. 


The ‘‘seasonable experiments” suggested by Mr. 
J. D. Hawks in another column fare in several re- 
Spects worthy of attention, but in no respect more 80 
than in what is said of the cause of crushing or k-ats 
tering of rails at the joints. The thorough discussion 
which the subject has had in these columns and else- 
where during the past year has done not a little to 
show what are not the probable causes of the diffi- 
culty, and among the latter may safely be reckoned 





the exact chemical composition, while, as respects! 





what is the cause of the inferiority of many modern 
rails, the evidence seems very strong that the 
greatest single cause is a difference in the mechanical 
process of manufacture. 

The test suggested by Mr. Hawks, to take a ‘‘ bad 
steel] rail” which has failed badly in service, draw it 
down under the hammer to say 1 in. square, then 
nick with a cold chisel and break off and compare 
the fracture of the hammered portion with the frac- 
ture of the original rail and with a rail of known good 
quality, certainly gives a most striking result. The 
grain of the fracture is entirely changed, indicating in 
the most positive manner that mere difference of me- 
chanical treatment may be an important cause, if not 
the only cause, for turning out either good or bad 
rails from the same bloom. Now if, aided by this 
‘«‘ pointer,” we inquire whether there are any differ- 
ences in former and present mechanical processes, we 
find at once that there is a very great difference. For 
the first few years after the introduction of steel rails 
the bloom, in the process of conversion into a rail, 
was passed as many as thirteen times through the 
rolls. This was soon cut down to eleven, and it has 
now at last been almost universally cut down to seven 
passes. There may be some rolling mills in this coun- 
try which regularly employ more, but we do not know 
of them. 

This means that '7, or nearly twice as much, reduc- 
tion of section is effected at each passage through the 
rolls as was formerly customary, and this again means 
that the metal must be very considerably hotter when 
it leaves the rolls if not likewise when it enters it, 
than was formerly customary. These changes, un- 
questionably, are no great source of regret to the 
makers of rails, for not only do they reduce the cost 
of rolling, but they likewise tend to reduce tbe loss on 
‘‘seconds.” The same rail which, if rolled somewhat 
cool, will show a flaw on the edge which will con- 
demn it as a **second” will, if considerably hotter, 
run so easily through the rolls that the crack will not 
be started or willclose up. When to this is added the 
demand, which has been so general, for *‘soft” rails, 
what more natural than that softness should have 
been sought for by the short and easy road of rolling 
rails hotter and doing less mechanical work on them 
rather than by the harder road of varying the chemi- 
cal composition? The present process of rolling rails, 
which leaves them _hot enough to make two or three 
more passes when they finally leave the rolls, is prac- 
tically an annealing process, and could hardly be im- 
proved on to give the last degree of softness that the 
metal is capable of. 

The essential fallacy of substituting a chemical test 
of rails for physical tests is evident, if we consider 
what kind of steel-cutting tools we should get if we 
were to judge of their quality, not by how well they 
would cut and how long they would keep their edge, 
but by testing the tools chemically after they were 
made for carbon and what not. Chemical composition 
has an important effect, no doubt, on tool steel, as on 
all other steel, but the vital and over-mastering ques- 
tion which determines the goodness or badness of a 
tool is the judgment and skill used in making and 
tempering it. Who will venture to assert that the 
same is not true of rails, even if the resulting differ- 
ence in the product be not as great? The proof of 
every pudding is the eating thereof, and assuredly if 
we were buying pudding we should test it for eating 
qualities, and not by the quantity of raisins in it 
or by its outside appearance, although, within certain 
wide limits, both of these are proper objects of scru- 
tiny. If we buy cutting-touls ready made, as we buy 
rails, we subject them to a cutting test and not toa 
chemical test, and, similarly, as we buy rails to resist 
wear and distortion or fracture under impact, we should 
test them for wear and distortion, or fracture under 
impact, and not for carbon; or, worse yet, attempt to 
save ourselves by resorting to that worst of all devices 
for shuffling negligence and incompetency to evade a 
just responsibility and throw it where it does not be- 
long—a five years’ guarantee ‘‘ except at stations,” 
which gives us much the same guarantee of quality as 
if our tailor should ‘‘ guarantee” that one new suit 
will not wear a hole through anywhere in thirty days 
‘*under fair usage” except in the elbows and knees 
and in the seat of the pantaloons! The knowledge of 
the fact seems to be almost dying out among Amer- 
ican railroad men, but the fact should be continually 
impressed on them that a really good rail cannot be 
worn out in any locality whatever by any kind of 
normal usage under such traffic as, say-the Lake 
Shore & Michigan Southern’s, in five years time, norin 
twice five years, nor hardly in three times five years. 
Rails in plenty are or have been in use in main line 
yard service under such traffic for a still longer time 
than that. 

Such rails can still be had at not far from present 





ruling prices, we see no reason to doubt, by prescrib- 
ing and enforcing simple tests, which may be deter- 
mined experimentally from any rails of known good 
quality. The duty will then fall on the maker of find- 
ing out why his product does not stand those tests, 
and we may be sure he will not be long in doing s0; 
but unless high quality in railsor tools or puddings is 
insisted on by buyers as a condition of buying, no 
maker of rails or tools or pudding will be very apt to 
believe that his product is not first-class. 

In view of the known immense effect of cold roll- 
ing on iron and steel, we feel driven to the conclusion, 
asa result of all the discussion which has taken place, 
that in the process of manufacture alone lies a chie¢ 
cause of the inferiority of many modern rails. If 
the rails when they left the rolls were a great dea] 
colder and if (as would then necessarily be the case) 
considerably more mechanical work were expended on 
them in the last few passes to effect considerably less 
reduction of section, the chance seems very great that 
the quality of the product would be very radically 
improved, and probably more effectually than by ‘‘the 
old-fashioned way of hammering,” to which ourcorre- 
spondent refers, as well as at considerably less cost 
than that mentioned for ‘‘ hammering”—$4 per ton ; 
for hardly more than 20 per cent. of the total cost of 
the rail can be considered to be affected by the num- 
ber of passes through the rolls, and of that only a 
small proportion can be considered to vary directly 
therewith. But an economy of even 1 per cent. which 
does not affect the quality of the product as 
measured by the only natural manufacturing standard, 
selling qualities, is a great item to the manufacturer, 
and it is nct only his right, but, in a certain sense, his 
duty, to avail himself of it. At any rate, he most 
assuredly will avail himself of it, and a curious indi- 
cation of just how and why he has availed himself of 
it lies right before us in a set of some 50 ‘laboratory 
specifications,” in force ona great road for almost 
every kind of commodity which railroads buy, and 
which is capable of physical or chemical test. In 
them, however, a specification for either the physical 
or chemical qualities of rails finds no place. Rolling 
rails in the ‘‘ old-fashioned way” would seem to be one 
of the first remedies to try, for the quickening of the 
process has gone on in England as well as here, al- 
though we cannot assert whether or not it has gone 
quite to the same extent. 








Proposed Railroad Regulation in Great Britain. 


The ‘‘ Railway Rates and Charges Bill,” which the 
British government introduced into Parliament two 
weeks ago is the most important movement toward 
railroad regulation yet made in that country, and, we 
believe, the first attempt to change by law the rates 
which, by their charters and under the general laws 
of the nation, the companies could legally charge 
heretofore. We publish in this numbera summary of 
the bill, and also the speech in full made by Mr. Mun- 
della, President of the Board of Trade in Mr. Glad- 
stone’s cabinet, in introducing it. This speech 
better than the bill itself explains the objects 
of the proposed law and the proceedings to be taken 
under it. It is a modification of the present Railway 
Commission, greatly strengthening the legal side of it, 
so much so that the judge of a high court of each of 
the three kingdoms who will preside in cases brought 
before the Commission, may be said to form virtually 
the court, the two lay commissioners being rather 
assessors than judges, to whom the judge will look for 
technical information. The commission becomes more 
than ever acourt, and it has always been very differ- 
ent from our American commissions. But the new 
billin an important particular copies that feature of 
the Massachusetts Commission which has _ dis- 
tinguished it and similar American commis- 
sions, and seems likely to prove an important 
contribution to the science and art of government, for 
which the world may thank Mr. Charles Francis 
Adams, Jr.; for, though we believe he was not the 
author of it, it is certainly due to him that its effect- 
iveness was made known tothe world. That is, the 
bill now pending in Parliament makes it the duty of 
the Board of Trade (not of the Railway Commission) to 
investigate complaints against the railroads of un- 
reasonable charges or unfair treatment, and to en- 
deavor to effect an amicable arrangement ‘‘ without 
any form of legal process or power of decision,” re- 
porting the results of the investigations, with its re- 
commendations, to Parliament. Mr. Mundella ex- 
pressly credited this portion to American experience, 
quoting from Mr. Hadley’s book on * Railroad Trans- 
portation ” for authority. 

Not the least important feature cf the bill is the pro- 
vision for a revised classification of the rates and 
charges of the several companies. This, too, will be 
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made through the Board of Trade and not through the 
Railway Commission. Each company will submit to 
the Board of Trade a revised classification foritself of 
maximum rates and charges (which are provided in 
the special acts creating them, or ‘‘ charters” as we 
would call them); the Board will publish it, and ask 
objectors to present their objections, and after hearing 
both sides will present its own schedule if the compan- 
ies and their patrons have not agreed; und the pro- 
posed schedules will then be presented for the action 
of Parliament, which alone has power to change what 
it has heretofore granted. 

Thus the new law gives to the Commission, which 
is to decide controversies between the public and the 
railroads, the character of a court, trying cases 
brought before it, after hearing evidence and argu- 
ments, and not in other ways having authority over 
the companies. This seems to us an important feature 
usually neglected in this country, where some of the 
duties of some commissions are like those of prosecut- 
ing attorneys and government inspectors, hardly com- 
pa'ible with judicial functions. In matters so im- 
portant it is desirable that those who act as judges 
should have no duties likely to bring them in other 
than judicial relations with suitors coming before 
them. 








We have now reports of February earnings for 79 
railroads, including all the important ones that make 
monthly reports, except the Chicago, Burlington & 
Quincy, the Atchison, Topeka & Santa Fe, and the 
Union Pacific. The aggregate earnings of the 79 rail- 
roads were : 

1886. 1885. Increase. P. c. 
OIG i we sta 5 5Gs 21,069,844 $19,285,104 $1,784,740 9.< 

This isa very large gain, nearly twice as great in 
amount as the decrease from 1884 to 1*85 of the 83 
roads reporting February earnings last year, and about 
one-half more than the decrease of the same 79 roads 
in January of this year, leaving thus a small gain for 
the twofmontbs. 








Tie and Rail Renewals on the Illinois Central. 


The report of the Illinois Central -Railroad shows that for 
the last ten years the number of ties used for maintenance on 
its lines has varied from 197 to 340 per mile of road, averag 
ing 248, which would renew a mile of track in 1014 years. 
The road had at the end of 1884 402 miles of second track 
and sidings, and the renewals that year were but 193 per 
mile of track. The amount of new road added in this time 
is moderate, and it would seem that for the whole ten years 
the road should have required average renewals. If so, the 
life of ties on it must be more than ten years—probably as 
much as twelve—a much longer life than the average. Yet 
a very large part of this road is unballasted, and apparently 
its ties should decay faster rather than slower than the 
average. Tae average cost of its ties, as charged in main- 
tenance of way expenses, was 34% cents each last year, and 
is less now than formerly, having been in successive years, 
in cents : 

1878, 1877. 1878. 1879. 1880. 1881. 1882. 1883. 1884. 1885. 
40% 38% 35 354 36 36% 33% 36 33% 343% 

It uses ties in many and diverse parts of the country. There 
is generally plenty of timber on its line for about 100 miles 
in Southern Illinois and on all its Southern lines, but scarcely 
any on the remainder of the system in Illinois and Iowa. 

Another fact shown by the report is that expenditures for 
rail renewals have become almost insignificant. Last year 
they amounted to only 33514 per mile of track, and to just 
half the cost of the ties, and were less than 7 per cent. of the 
total maintenance of way expenses. 

In ten years only 92.450 tons of new and re-rolled rails 
have been used for maintenance, which is at the rate of 8344 
tons per mile of the 1,108 miles of old road in operation 
before 1876, three-fourths of which was still laid with iron 
rails, some of them as light as 50 pounds per yard. To have 
renewed the 900 miles and more of iron in the track in 1875 
would have required about 83,000 tons of rails, and much of 
the 969 miles of road acquired since that time must have re- 
quired renewal. The Illinois Central has comparatively a 
light traffic, however, and the Southern Division was pretty 
thoroughly rebuilt before it was leased, and probably has 
required very little renewal in the four years since. 

Before 1877, on 1,107%g miles of road, the yearly expendi- 
ture for rails for renewals for six years had been from 
$250,355 to $408,144 per year, aggregating for the six years 
$2,100,986, or $350,164 per year. For the next five years 
they were $756,856, or $151,371 per year; and for the last 
four years have been : 

1882. 1883. 1584 1885. 
$128,521 $183,240 $93 446 $87,332 

In these last four years, however, the length of road 
worked has averaged about 1,975 miles, against 1,108 in the 
six from 1871 to 1876, and 1,237 in the five from 1877 to 


1881. Thus the cost of rails for renewal per mile per year 

has been : 

1871-76. 1877-81. 1882-85. 
$316 $122 $62 


—a reduction of four-fifths since the first period. 

The largest expenditure on this account was $368 per mile 
of road, in 1873; the smallest $42, last year. This item 
made 8% per cent. of the total working expenses in 1873, and 
only 17% per cent. last year. It was $1.55 per share of the 
company’s stock then, and only 30 cents now. 

Not only do the rails require fewer renewals uow, but, 


largely by the better track, the cost of repairs of rolling 
stock has been materially reduced, amounting to 16.86 cents 
per engine mile in 1873 (when it was already much smaller 
than in previous years) and 10.77 cents last year, the engine 
mileage having nearly doubled, and the cost of maintenance 
of equipment increased less than one-fourth. This item, how- 
ever, has more than doubled since 1877, when these expenses 
were smallest, the number of locomotives having increased 
63 per cent. and the number of cars 74 per cent. meanwhile, 
the passenger traffic 180 per cent. and the freight traffic 150 
per cent. (less traffic in 1877 than in 1873). 








Erie Earnings in February. 


The report of the New York, Lake Erie & Western Rail- 
road for February showsa gain in gross and net earnings 
over last year, and a gain in net earnings over every previous 
February except two, but there is no such gain as the Pennsy]- 
vania made in the saine month, and the earnings cannot be 
considered large. The gross and net earnings and working ex- 
penses of the Erie proper in February for the nine years since 
the reorganization have been : 





Year Gross earnings. Expenses. Net earnings. 
7 $1,121,412 $804,847 $316.56 
- 1,207 934,976 27 é 
1,2 909.633 342.584 
1.425, 1,059.160 366 605 
1,304,757 


1,013,057 
1,949.816 
925.062 


291,700 
233.800 
308,347 
290,208 
342,519 


1,283,616 
1,233.409 
1,139,740 849,532 
1,247,475 904,956 


Compared with last year the gains are : 





Gross earnings. Expenses. Net earnings. 
Amount ...... $107,735 $55,424 $52,311 
Per cent........ 9.5 is] 18.0 


The rate of increase in net earnings is very large, but the 
amount is small; compared with 1884 there is a gain of but 
$14,066 (1 per cent.) in gross earnings and of $36,172 
(1184 per cent.) in net. The gross earnings were larger than 
this year in each of the four years preceding 1884. 

There was a loss of $9,932 in working the leased New 
York, Pennsylvania & Ohio Railroad last February, against 
a loss of $54,381 last year and $70,126 in 1884 ; so that the 
net to the Erie from its entire system was : 

1884. 1885. 1886. 
$ 238,221 $235.827 $332,587 
which should be compared with the net earnings of the Erie 
proper in the table above for years previous to 1884. The 
amount this year is 41 per cent. more than last year and 
nearly the same more than in 1884 and 1883, but it is con- 
siderably less than a month’s fixed charges, as almost always 
in winter. 

The February earnings and expenses of the leased Ohio road 
have been for the three years since the lease: 











1884. 1885 1886. 
Gross earnings..... . ,8388,506 $341.006 $447.074 
PRONG. ca conse siscvecsiecs 333, LLL 286,256 313,943 
Net earnings.... .. $55,395 $54,740 $123,131 


Thus the gain over this road was much larger than on the 
Erie proper—31 per 
earnings. There was still a loss on the lease, as there is 
likely to be in winter months, when the expenses cannot 
usually be kept down as low as the 68 per cent. of the gross 
earnings which the lessee receives. It is noticeable that 
while this western connection made a greater gain than the 
Erie, and positively a great gain, the western connections of 
the Pennsylvania’s western lines made but a small gain last 
February. 

For the five months of the company’s fiscal year ending 
with February the earnings and expenses of the Erie proper 
have been, for the past nine years: 





Year. Gross earnings. Expenses. Net earnings. 
ee Seer $6,996,849 $4,661,893 $2 2 14.956 
oo ae » 6,415,242 4,513,491 1.901.751 
Ln da en SEE TES 7,176,375 4 860,287 2,316,088 
| ae 8: 5,491,892 2.801.346 
BBBL-BZ.......cccecee F405 5.604, 172 2,121 125 
BRED cesscsvcsscese & 7 5,757,071 2.330.651 
CS eae aye 5.472.900 2.°55 405 
BEER sc cceccesceces 6,335,611 4,492,363 1,843,248 
1885-86 .. ......006-. 7,201,001 4,759,560 2,442,341 


Thus the gross earnings this year, though much more than 
last year, were less than in any other year since 1879-80 ; 
but the working expenses also being less than in any other 
year since 1878-79 except last year, the net earnings 
were actually larger than in any other year since the reor- 
ganization except 1880-81. Compared with last year the 
gains for the five months are : 


Gross earn. Expenses. Net earn. 
Amount......... . $866,290 $267,197 $599,093 
POF GORE. .ccvcccecsss 13.7 60 32.5 


The gain in net earnings is important, averaging $120,000 
ver month. 

Meanwhile the loss or profit on the leased Ohio road for 
the five months has been : 


1884. 1885. 1885-86. 

Loss Profit. Loss. 
$158,623 $24,228 $7,703 
leaving net to the Erie from both systems : 

1883-84. 1884-85 1885-86, 

2.096.783 $1,872,476 $2,434,638 


which are to be compared with the net earnings of the Erie 
proper in the earlier years. 

The earnings and expenses of the New York, Pennsylvania 
& Ohio for these five months have been : 









1883-84, 1884-85. 1885-86. 
Gross earnings ........ 2,574,993 $2 195,642 $2.422,475 
Expenses... ........ .. 1,909.618 1,463,809 1,¢ 
Net earnings........ $665,375 $731,833 $767,473 


Thus while this road’s gains in February were much 
greater proportionally than those of the Erie proper, for the 
five months ending with February they were much less, 
namely, 10}¢ per cent. in grossand 5 per cent. in net, against 
the Erie’s 18%{ per cent. in gross and 8214 in net. Compared 





cent. in gross and 143 per cent. in net’ 





with 1883-84 there is a small decrease (6 per cent.) in gross 
but a large increase (15 per cent.) in net earnings. 








Prospects of Lake Navigation. 





There is about 5,000,000 bushels of grain loaded on vessels 
in the Chicago River ready to sail for the lower lakes as soon 
as the news comes that the Straits of Mackinaw are open, 
and by that time there may be a million bushels more, all of 
which doubtless will leave within two or three days of the 
opening. This is spoken of as an unprecedentedly large 
quautity; but the lake shipments in the first ten days after 
the opening in 1883 (which must have been nearly all by the 
fleet wintering at Chicago) were more than 8,700,000 bushels, 
and in the first week were 5,840,000 last year, and they 
have many times exceeded 3,000,000 buskels a week when 
the season was well advanced, and there was, therefore, no 
accumulation of vessels at Chicago as there is during the 
winter. 

The maintenance of rates by the railroads has enabled the 
vessels not only to keep up the rate of 2% cents per bushel to 
Buffalo, which they charged in February, but to advance it, 
charters being made now at 3'¢ cents for corn and 3!5 for 
wheat, though there may not be a week’s storage, and at least 
a month less than when rates were higher. If the railroads 
had carried for 15 cents per 100, as they did last year, they 
would probably have carried a great deal of the grain now in 
store, and brought down the opening lake rate to something 
like 2 cents, rendering it very difficult to get any profit on the 
traffic during the season. But with large stocks for the ves- 
sels, there is a possibility at least that the latter may get a 
profitable rate, and if they do, the railroads will be able 
to, on what they carry, including most of that going to 
interior eastern points. For two years past the railroads 
have carried a very large part of the grain after the lakes 
were open, but at rates which left them no profit and pre- 
vented the vessels making any. When exports are consider- 
able, the railroads cannot make any profit on this business 
without permitting the vessels to carry the larger part of it. 
The railroads need to get at least 20 cents per 100 Ibs. from 
Chicago to New York; but at that rate the lake vessels and 
canal boats can get the larger part cf the shipments that go 
to New York harbor. 

The vessels expect to have a better demand than last year 
for their services, because of a larger traffic in Lake Superior 
iron ore, for which the grain carriers are available. The 
stocks of ore near the furnaces are unusually low, and prep- 
arations have been made for producing on a large scale, and 
numbers of vessels have been chartered for the season at 
rates considerably higher than those ruling last year. The 
shipments of ore from Ashland, coming from the Gogebic 
mines on the Milwaukee, Lake Shore & Western Railroad, 
and those from Two Rivers, above Duluth, will be very 
largely increased, and from these places the voyage is con- 
siderably longer than from Marquette or Escanaba, so that 
more vessels will be required to carry the same number of 
tons during the season. These vessels may also get more up 
traffic (coal chiefly) than those which carry from Marquette 
and Escanaba, and the loading and unloading of this will 
still further lengthen the time required for the round trip. 

In the lumber trade the prospect is hardly as promising as 
it was. The strikes have alarmed investors, so that it seems 
probable that the amount of building the coming season will 
be materially less than was intended last winter. Not many 
of the grain vessels are available as lumber carriers, how- 
ever, b3cause they cannot get into most of the harbors where 
lumber is shipped ; and on the other hand, not many lumber 
vessels are available for the grain trade. Nota few will not 
keep their cargo dry, and most are too small to carry grain 
at a profit. unless freights are higher than they are likely to 
be this year. 


In the description of the ‘‘ Frost Light for Cars,” given in 
our number for last week, the cut marked fig. 4 on page 211 
was there describ’d as the ‘* Frost Gas Burner.” The title 
should have been ‘* Sugg’s London Argand Buruer,” that be- 
ing the burner adopted for use with the Frost system of 
lighting. 








There has been a recent development of trade due to cheap 
railroad transportation, such as no one would have believed 
possible a few yearsago. A large grain elevator is being 
built at Duluth, chiefly of timber, as usual in such structures. 
Duluth is but a few miles from an important pine lumber 
district, and it ships lumber not only to the West, to part of 
which it*is the nearest source of supply, but also to Chicago 
Now the timber going into the new Duluth elevator does 
not come from the Knife Falls mills, some 30 miles 
distant, but from mills in the state of Mississippi near 
the Gulf of Mexico, some 1,400 miles trom Duluth: 
and it is not brought up the Mississippi, as might 
be supposed, but by the Illinois Central Railroad and con- 
necting roads. This seeming carrying of coals to Newcastle 
is more rational than appears on the surface. The yellow 
pine of Mississippi is a much stronger timber than the white 
pine of Minnesota, but much cheaper; and strength is needed 
particularly in an elevator, where the easy working qualities 
of white pine would be of little account. But it is, neverthe- 
less, a notable fact that a great building almost in the piue 
woods of Minnesota should be made of timber from the pine 
woods of Mississippi. 








Further traffic developments by tte transcontinental 
freight war are the shipment of apples, potatoes and onions 
from Chicago to California, and of redwood lumber in large 
quantities from California to Chicago. Some redwood has 
been shipped before, but only in small quantities, as an orna- 
meutal wood like black walnut or mahogany, but now it 1s 
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said to be possible to put it down at Missouri River points 
quite as cheap as clear white pine, while for size of boards 
and clearness the redwood leaves little to be desired. A rail 
haul of 2,409 miles for lumber at cost usually amounts to as 
much as the value of any but very valuable tumber ; but 
cost is not regarded now. 








Chicago through rail shipments eastward for the week 
ending March 27, by the incomplete report, including only 
flour, grain and provisions, were 27,952 tons tiis year, 
excluding the Chicago & Atlantic, and against 71,082 tons 
last year, including that road, or 68,440, excluding that road, 
a decrease of nearly 60 per cent. By the complete report, 
including freight of all classes by all roads, the shipments in 
the corresponding weeks for five years previous had been, in 
tons : 

1880. 1881. 1882. 1883. 1884. 

87,690 45,758 34,335 57,094 80,800 

Allowing for the Chicago & Atlantic and the higher class 
freights, the shipments last week were probably from 43,000 
to 47,000 tons, and therefore very much less than in 1880 and 
in 1884, about a fourth less than in 1883, much more than in 
1882, and about the same as in 1881. The very large ship- 
ments last year and the year before were due to the very low 
15-cept rates, which had recently taken effect at this time; 
but the enormous shipments of 1880 were made at a 35 cent 
rate. The shipments of this week in that year were the 
largest ever made except under the 15 cent rate in 1884 and 
1885—very much greater than under the 10 cent rate last 
fall. 

For seven successive weeks the total reported Chicago 
shipments and the percentage taken by each railroad have 
been : 


———_—_———_ Week _ending.-—____——__— - 
Feb. Feb. Feb. —" Mar. Mar. Mar. 
q 3. 








Tons: 13. 20. 27. 20. 27. 
i OTe 4366 6,247 4.972 3,966 5,684 4,985 5,650 
Grain .... .. .. 22,789 34,851 30,000 34,023 19,686 14.757 16,502 
Provisions. .... 9,348 7,048 5,392 7,225 7,262 6,173 5,800 
Total......... 36,503 48,146 40,364 45,214 32,637 25,915 27,952 
Per cent. : 
Cc. & Grand T. 13.1 22.7 21.9 222 196 13.2 19.3 
Mich. Cen..... 114 11.7 212 27.8 160 18.L 15.2 
Lake Shore.... 1).4 8.4 9.4 17.6 261 21.8 31.7 
Nickel Plate... 16.7 156 169 2.7 41 122 5.2 
Ft. Wayne..... 18.1 164 105 106 117 154 124 
C., 8t. L. & P.. 13.1 15.1 9.7 6.1 9.5 7.2 5.8 

galt. & Ohio. 64 4.4 4.0 83 13.0 12.1 10.4 
Ch. & Atlantic 9.7 5.7 6.4 : oene tea 

| eS, 100.0 100.0 100.0 100.0 100.0 100.0 100.0 


Omitting the Chicago & Atlantic, the total shipments for 
eight weeks have been : 

— —_——_—_———Week ending———-— —— 
Feb. 6. Feb, 13. Feb, 20. Feb. 27. Mar. 6. Mar. 13. Mar. 20 Mar. 27. 
29,416 32,94L 45,424 37,796 43,076 32,637 25,915 22,952 

The total shipments last week were the smallest since Janu- 
ary except those of the week before, and but 8 per cent. more 
than then. The increase over the previous week was 1314 
per cent. in flourand 12 per cent. in grain, but there was a de 
crease of 6 per cent. in provisions. 

The only other year when the March shipme nts were less 
than February shipments was 1882, when rates had been ex- 
tremely low and were not fully restored until March. When 
rates have been best maintained heretofore, shipments have 
been large in that month. The Southwestern strikes should 
have increased rather than decreased the Chicago shipments,as 
it has always been possible to get the supplies there whichsome 
other places were unable to ship, and the fear of an extension 
of the troubles should have stimulated and not arrested ship- 
ments. The only explanation of the light business is that 
there is but little to be carried anywhere, and the near ap- 
proach of the opening of navigation, which will give cheaper 
transportation for the large stocks of wheat at Chicago and 
Duluth. An early opening always reduces the rail shipments 
of the season, because it enables the vessels to make a greater 
number of trips, but the canal season may not be lengthened 
so muchas the lake season. The canal boats, however, do not 
compete with the railroads so effectively as the lake vessels; 
the canal rate from Buffalo to New York being usually two 
or three times as great as the lake rate from Chicago to Buf- 
falo—a somewhat longer rail distance and nearly twice the 
distance by water. 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 
is givenin the current number of the Railroad Gazette 
as follows : 

Chicago, Burlington & Northern.—Extended north of La 
Crosse, Wis., 15 miles. 

Saratoga & Almaden.—Extended from Saratoga, Cal., 
east 6 miles, 

This is a total of 21 miles on 2 lines, making in all 316 
tiles thus far reported for the current year. The new track 
reported to the corresponding date for 15 years has been : 


we Miles. | Miles. Miles. 
+ Re, See ee 682 | 1876............. 304 
oo ib ae Je 138 
1884 : ee ee __. Saar 246 
18833 a -242 | 1878......000.... 472 
1882. | SEES oss cevenceece oe . Se 706 





These figures include main track only, second tracks and 
sidings not being counted. 








NEW PUBLICATIONS. 


Proceedings of the Third Annual Convention of the Road- 


masters’ Association of America. Held at Chicago, IIl. 
Oct. 14-16, 1885. v : 


This report, after the usual fashion of such reports, is some_ 
what late in appearing, the substance of the proceedings have 
ing already appeared in these columns so long ago that the 
contents of the pamphlet have in a measure lost their inter- 
est. The principal action taken was to recommend 15 ft. as 
& standard length for spring rail frogs and say nothing at all 





about stiff frogs ; 2 in. throatof frog and guard-rail distance 
(with the rather contradictory addenda that ‘‘ roads running 
only 4 ft. 814 in. cars may find it advantageous to use 1° 
in.”) with exact gauge at point of guard-rail; 60 lb. rails for 
light traffic and 70 lbs. for heavy traffic, and long angle-bars 
reaching over three ties. 

It was brought out that the Hart foot-guard (illustrated in 
the Railroad Gazette of May 9, 1884) was in use on nearly 
17,000 miles of road, and the use of some safeguard of the 
kind was strongly urged. For split switches 15-ft. point rails 
were recommended. The use of the steam shovel was strongly 
indorsed and some interesting records of cost presented. 
Stone ballast had but few friends. The next meeting was 
fixed for St. Louis, Mo., Oct. 12. The proceedings as a whole 
are an evidence of creditable work by the Association. 








THE SCRAP HEAP. 


Fifty Years Ago. 

The Philadelpbia Ledger celebrates its semi-centenuial by 
issuing a fac-simile of No. 1, Vol. I, of the Public Ledger, 
dated March 25, 1836. It isa four-page paper, 1414 by 11 
in. in size, and of very respectable appearance, although a 
dwarf compared with the Ledger of 1886. The transporta- 
tion advertisements present a striking contrast to those of 
to-day; they are four in all. The ‘‘ People’s Line of cars and 
stages ” starts every morning from Philadelphia for Down- 
a ge Lancaster, Columbia and Pittsburgh; ‘* through in 

4 days.” ; 

row & Co.’s line for Pittsburgh ‘‘ via railroad and canal 
packets” will go into operation as soon as navigatiou on the 
canal opens. ‘* The cars on the railroad are all new and in 
good order. The packet boats have had their cabins length 
ened and fitted up with every convenience.” 

The proprietors of the Pennsylvania & Ohio Transporta- 
tion Co, announce that a daily line between Philadelphia and 
Pittsburgh ‘* va the Union and Pennsylvania Canals and 
Portage Railroad” will begin running ‘‘ as soon as the navi- 
gation will permit.” 

The Good Intent State Co. ‘respectfully informs the 
traveling public that they have established a line of first-rate 
post coaches direct for Wheeling, leaving Philadelphia at 8 
a. m. daily (through in 50 hours), via Columbia Railroad, 
ork, Gettysburg, Chambersburg, Bedford and 
Washington.” 

The stockholders of the West Philadelphia Railroad Co. 
are notified that an installment of $5 per share will be due on 
April 23, and another on May 23. 


Train Wrecking. 


A dispatch from Bloomington, Ind., March 23, says: ‘‘Last 
night at 8 o’clock the evening accommodation on the Louis- 
ville, New Albany & Chicago Railroad met with a fearful 
wreck, the work of some dastardly villain, but, fortunately, 
no lives were lost. As the train was coming at full speed 
down a cut, 25 miles north of Bloomington, near a small 
station called ro ae Cave, it ran with terrific force into a 
large bowlder that lay on the track. The engine was thrown 
from the track, as were also the two passenger coaches. 
The engineer, named Coburn, was slightly hurt, though not 
dangerously. Examination proves that the rock came from 
the top of the cut, and that it had been rolled on the track, a 
large crowbar being found near where the rock rolled over, 
and is now in possession of the conductor. The loss is con- 
siderable to the road. Every effort is being made to discover 
the wretch who did the deed. It was miraculous that there 
were not several peoplejkilled and greater damage done. There 
were = trains from the north to-day, though uhe wreck is 
now clear. 


A Train Wrecker Sentenced. 

A dispatch from Detroit, Mich., March 25, says: ‘On 
Sunday — ties were placed on the Michigan Central 
track near Galesburg, but the obstruction was discovered in 
time to prevent serious damage. Last night Henry Seymour 
was arrested and confessed the crime. He said he had a 
grudge against u neighbor and placed the ties near his house. 
hoping to direct suspicion against him. This morning he was 
arraigned in court, pleaded guilty, and was sentenced to 20 
= “¥ the penitentiary, within 40 hours after committing 

e uct.” 

A Narrow Escape. 


One of the narrowest escapes on record was on Monday of 
last week, when a train onthe Philadelphia & Reading road 
at a highway crossing near Girardville, Pa., struck a wagon 
loaded with 4 cases of dynamite and 100 kegs of powder. 
The driver and mules escaped with slight injury. The wagon 
was upset and the explosives scattered around, but fortunate- 
ly without sufficient violence to explode the dynamite. The 
mules were found quietly grazing by the roadside a short 
distance from the crossing, while the driver, in a somewhat 
dazed condition, sat between two kegs of powder. 


The Monte Carlo Collision. 


A French paper gives the following account of an eye- 
witness of this singular collision : e line skirts the sea 
coast, curving along the steep slo of lofty cliffs: At 5 
o'clock the train , arrived at the Monte Carlo station, 
being 7 minutes late. Hundreds of passengers got out. A 
still greater number of persons were awaiting the train for 
Nice. The platform was the scene of extraordinary anima- 
tion. Just then I saw the station-master giving directions to 
several persons. He looked very much fatigued from over- 
work, and left me apparently to go to the booking office. At 
that moment the train started have still a vivid impres- 
sion of the scene. The guard jumped down from the van. 
The station-master seemed to apprehend danger, and he 
asked the porter, with a quivering voice, ‘‘ Who signaled 
the train No. 483?” ‘It was not I,” answered the man. He 
asked another porter and received a negative answer. The 
unfortunate station-master pressed his head as in a vice with 
both his hands and became livid. In an instant, the crowd of 
passengers was aware of the danger which threatened the 
train. The entire curve of the line between Monte Carlo 
and Cape St. Martin was under the eyes of the spectators. 
There were three trains in that section. One, which was not 
in danger, was entering the St. Martin tunnel. The other 
had just left Roquebrune, and was steaming up at full speed 
toward the one which had left the station. 

It is fm gems to give an adequate idea of the anxiety 
of the spectators. At first it was hoped that the engine- 
runners would perceive each other’s trains in time, as the in- 
side of the curve sloped downward toward the coast. All 
the bells of the station were set ringing. Sti] the two trails 
of smoke were getting nearer and nearer to one another. 
Every one cried out and waved their arms, but in vain. 
Such helplessness in the presence of such awful peril is 
enough to distract any one. At last the engine-driver of the 
train coming from Mentone saw the other and put the brake 
on, but the ae, eee on the wrong side of the curve, saw 
nothing. Twoh ! a hundred yards ! ten yards! 
A fearful cry of was raised by the crowd. The 
women turned away their faces. A young girl swooned. 





We heard the shock and saw the two trains rearing upon 
onegnother. Two or three carriages were thrown over the 
rocks into the sea. Then arose a thick smoke which veiled 
everything. The station-master seemed asif he had gone 
out of his mind, and the ple rushed out of the station in 
all directions, wildly calling for help 


An Old Locomotive. 


The old locomotive ‘*‘Muckalee” on the Southwestern 
Railroad of Georgia will be finally retired when the change 
of gauge occurs, not being considered worth the necessary 
alterations. This engine was first put on the Southwestern 
road in 1856, and has been doing constant service for 30 
years. 


A Gentle Reminder. 


‘‘T saw a lady get a gentle reminder one day when I was 
driver on a bobtail and before I got to be a conductor,” he 
continued. 

‘** After she had gone through the usual performance of ac- 
cepting a gentleman’s seat, as if she was conferring a great 
favor on him, she held out her hand with the coin. Perhaps 
you think he took the money and scrambled forward to 
arrange the necessary pecuniary compensation. Well, sir, 
that’s just where you are wrong. e was very busily 
engaged in looking out of the window on the other side of the 
car, and when the lady got up to transact her business he 
quietly took—” 

‘* —_S'teen street—” 

‘‘ The seat he had given up a moment before. And he kept 
it until an elderly lady, wearing a tired look and carrying a 
big bundle in her arms, came in, then ened up, gave her 
his seat, and, with a sly glance at lady No. 1, left the car with 
a smile of satisfaction.”—Philadelphia Times. 


How Far Can a Train Be Heard ? 


A train of cars is plainly heard on the line of the Atlantic 
& Pacific Railroad at The Needles fow a distance of 78 miles 
to a place called Cottonwood Island. The discharge of the 
sunrise gun at Fort Mohave can be plainly heard at Colorado 
Caifion, a distance of 100 miles. Sounds can be understood 
in the narrows of the Grand Cafion of the Colorado for a 
distance of 18 miles; or, in other words, if a man in one end 
shouts ‘‘ Bob!” the man at the other end can plainly hear 
the echo. The whistle of a Colorado steamer can be heard 
from El Dorado Cafion to Weaverville, the head of naviga- 
tion, a distance of 78 miles, and if somebody tumbles a rock 
over the precipice at Lee’s Ferry you can piainly hear the 
echo down the river at Weaverville, a distance of 36 miles.— 
Yuma (Arizona) Sentinel. 


__ General Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Atchison, Topeka & Santa Fe, annual meeting, at the 
office in Topeka. Kan., April 15. 

Chicago & Alton, annual meeting, at the office in Chicago, 
April 5. 

oe Shore & Michigan Southern, annual meeting, at 
the office in Cleveland, O., May 5. 

Michigan Central, annual meeting, at the office in Detroit, 
Mich., May 7. 

New York Central d& Hudson River, annual meeting, at 
the office in Albany, N. Y., Aprii 21. 

Panama, annual meeting, at the office in New York, April 
5, at noon. 

St. Louis & San Francisco, special meeting, at the office 
in St. Louis, May 12, to vote on the lease of the Kansas City 
& Southwestern road. 

Vicksburg & Meridian, annual meeting, at the office in 
New York, May 3, at noon. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Delaware, Lackawanna & Western, 1°¢ per cent., 
quarterly, payable April 20, to stockholéers of record on 
April 1. 

European & North American (leased to Maine Central), 
21¢ per cent., semi-annual, payable April 15. 

New London Northern, 14 per cent., quarterly, payable, 





ril 1. 

Pittsburgh. Fort Wayne d& Chicago (leased to Pennsyl- 
vania Co.), 1%4 per cent., quarterly, soa April 1 on 
special stock and April 6 on regular stock. 

United New Jersey (leased to Pennsylvania Railroad Co.), 
216 per cent., quarterly, payable April 10. 

Vermont & Massachusetts (leased to Fitchburg Co.), 3 
per cent. , semi-annual, payable April 7. 


Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 
nical] societies will be held as follows : 

The Southern Time Convention will hold its spring meet- 
ing at the Grand Hotelin Cincinnati, on Wednesday, April 
14. 

The General Time Convention will hold its spring meet- 
ing at the Grand Hotel in Cincinnati, on Wednesday, 
April 14. 

he Association of American Railroad Superintendents 
will hold its next meeting in Cincinnati on Thursday, April 


oo. 

The American Society of Mechanical Engineers will hold 
its next meeting in Chicago, on Tuesday, May 25. 

The Master Car-Builders’ Club will hold its regular 
monthly meetings through the winter at the rooms, No. 113 
Liberty street, New York, on the evening of the third Thurs- 
day in each month. 

The New England Railroad Club will hold its monthly 
meetings at its rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month. 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
on the third Wednesday in each month. 


Foreclosure Sales. 

The Chicago & Great Southern road was sold in Chicago, 
March 27, under a decree of foreclosure of mortgage and was 
bought for $501,111 by Mr. Henry H. Porter, of Chicago, 
who represents the bondholders. The funded debt of the 
company was $1,200,000, and there were slso $153,000 re- 
ceiver’s certificates outstanding, besides claims for labor and 
construction, amounting to about $200,000. The rcad ex- 
tends from Fair Oaks, Ind., on the Louisville, New Albany & 
Chicago, south to Yeddo, 76 miles. It is understood that 
the purchasers have completed arrangements for organizing 
a new company and extending the road to Brazil. 

The Cleveland & Marietta road will be sold in Columbus, 
O., May 5, under a decree of foreclosure granted by the United 
States Circuit Court. The purchaser will be required to pay 
$10,000 cash at the time of sale and such additional amount 





in cash as the Court may direct, the balance to be payable in 
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bonds at their pro rata value. The road extends from 
Marietta, O., to Canal Dover, 99 miles. By the last st&te- 
ment the funded debt was $1,000,000 in first-mortg bonds. 

The sale of the Southern Telegraph Co.’s lines under fore- 
closure, which was to have m made in Richmond, Va., 
March 27, has been postponed by order of the United States 
Circuit Court on petition of Mr. J. B. Pace. The postpone- 
ment is yntil er order by the Court. 


Baltimore & Ohio Employes’ Relief Association 
The February sheet of this association shows the payment of 
benefits as follows: Main Stem, Transportation Department, 
144; Machinery Department, 202; Road Department, 101; 
Pittsburgh Division, 79; Trans-Ohio Divisions, 151; phy- 
sicians’ bills, 227; total, 904. 

One payment of $1,500 was made during the month, to the 
widow of George D. Weber, conductor, accidentally killed. 
There were no less than eight payments of $1,000 each, to 
the beneficiaries of Samuel Hobbs, engineman, died of 
= ar Israel Houser, engineman, died of phthisis; Amos 

eptune, conductor, died of = of the heart; A. 8. 
Dumire, brakeman, accidentally kiiled; Thomas H. Crider, 
brakeman, accidentally killed; Charles Zapp, fireman, acci- 
dentally killed; Charles Smiley, brakeman, accidentally 
a and George P. Filcer, boilermaker, died of lung 

sease. 


Railroad Agents’ Association. 

At a meeting held at Chicago, March 25, it was decided to 
organize the Illinois division of the National Railroad 
Agents’ Association. A constitution and by-laws were 
adopted and officers elected, and the division starts out with 
about 90 members. The objects of the association are mu- 
tual protection and information, and assistance in obtaining: 
bonds and similar matters. Divisions of the association have 
now been organized in Minnesota, Wisconsin, Iowa and 
Tennessee. * 








ELECTIONS AND APPOINTMENTS. 





Associated Railroads of Kentucky, Tennessee & Alabama. 
—The position of Arbitrator for this southern pool association 
has been offered to Judge Thomas M. Cooley, of Ann Arbor, 
Mich., and accepted by him. Judge Cooley has had much 
experience in similar positions. 


Atchison, Topeka & Santa Fe.—Mr. D. H. Rhodes, Engi- 
neer of the road, is to be made Chief Engineer of the King- 
man, Pratt & Western Railroad, and will have charge of the 
construction of that line. Seven years since Mr. Rhodes en- 
tered the service of the Santa Fe Co., and has been continu- 
ously in its employ up to the present, first as Division Engi- 
neer of the extension south from Wichita, afterward in the 
ra) eye te tg as Assistant Engineer and Roadmaster, 
then as Resident Engineer in charge of track, bridges and 
buildings. In the early part of 1884 he was appointed Super- 
intendent of the Western Division, which position he held 
until the death of Mr. G. B. Lake, when he was appointed 
Engineer by General Manager A. A. Robinson, a position 
made vacant by Mr. Lake’s death. Mr. Rhodes left i oka 
for his new field of labor about April 1. 

Baltimore & Ohio Employés’ Relief Association.—The 
following officers have lately been elected by general ballot : 
Committee of Management, A. J. Cromwell and A. Sinsel, 
Main Stem ; Thomas Fitzgerald and Wm. Dunn, Trans-Ohio 
divisions ; I. N. Kalbaugh, Pittsburgh Division. Trustees 
a : oh ewe and Building Feature, Sylvester Osborn and 

. C, Newham. 


Bangor & Piscataquis.—At the annual meeting in Bangor, 
Me., recently, Mr. Wm. B. Hayford, of Bangor, was chosen 
— in place of Mr. Moses Giddings, who declined re- 
election. 


Bay 5 & sommes. officers are: President, 
Joseph P. Reed, Philadelphia; Vice-President, Thomas J. 
Harley, Baltimore; Secretary and Treasurer, H. J. Hughes, 
Philadelphia. 


Bluffton, Kokomo & Southwestern.—The directors of this 
company (successor to the Toledo, Cincinnati & St. Louis, in 
Indiana) are: Joseph E. McDonald, Indianapolis; Robert G. 
Ingersoll, Sylvester H. Kneeland, New York; James M. 
Quigley, Francis L. Russ, Boston. 


Boston & Lowell.—The following order from General 
Superintendent C.S. Mellen is dated Boston, March 26: 
“The care of tracks, iron bridges, and masonry for the 
same, culverts, and all expenses incident to the maintenance 
of way, is given in charge of the Chief Engineer G. M. Tomp- 
son, from this date. te bese and all sectionmen will 
report to and receive their orders from him. This order 
applies to the Southern Divisicn only.” 


Burlington & Missouri River.—Mr. J. W. Bell is appointed 
Stationer, dating from April 1, vice Mr. J. C. Bonnell, re- 
signed. 

Canastota Northern.—Mr. A. A. McLeod, of Canastota, 
N. Y., is President of this new company. 


Canadian Pacific.—Mr. J. Francis Lee has been appointed 
Passenger Agent in Chicago for the Canadian Pacific road. 
Mr. Lee has for a number of years past represented the Rock 
Island road in Canada. 


Chesapeake & Ohio.—At the annual meeting in Richmond 
last week the following directors were chosen: Williams C. 
Wickham, Richmond, Va.; John Echols, Staunton, Va.; 
John Castree, Isaac E. Gates, Elias S. Higgins, A. S. Hill, C. 
P. Huntington, C. Adolph Low, Extine Norton, A. E. Orr, 
E. T. Tournier, New York. The board re-elected C. P. 
Huntington President, and the rest of the old officers. 


Chicago, Cairo & Great Southern.—The directors of this 
new company are: Edgar D. Swift, Atlee V. Coale, James A. 
Mahone, James A. Forrest, Charles T. Gregory, Chicago. 


Chicago, Rock Island & Pacific.—Mr. C. E. McPherson is 
appointed General Agent for Canada in place of J. Francis 
Lee, resigned. Mr. D. L. Caven is appointed Traveling Pas- 
senger Agent. 


Des Moines & Fort Dodge.—Mr. Wm. A. Given is 
appointed Traveling Freight and Passenger Agent, with 
headquarters at Des Moines, Ia. 


Fort Scott d& New Orleans.—The incorporators of this 
company are: John Francis, Topeka, Kan.; C. F. Drake, 
John Perry, Fort Scott, Kan.; L. L. Bush, John Keller, O. 
Keller, E. D, Smith, Lancaster, Pa.; L. L. Levy, E. Markle 
Alexander McGaw, Charles Pugh, Philadelphia. ; 


Housatonic.—Mr. Samuel Grier has been appointed Road- 
master, to date from April 1. He was recently on the Hart- 
ford & Connecticut Western road. 


Knox & Lincoln.—Mr. Wm. L. White has been appointed 
Superintendent in place of C. A. Coombs, resigned. Mr. 
White has been for some years a conductor on the road. 


Memphis, Birmingham & Atlantic.—The following circu- 


Tenn., March 23: ‘‘ Mr. Ben Wilson is appointed General 
Freight and Passenger Agent of this company, vice Mr. Jas. 
S. Davant, resigned. Appointment to take effect April 1.” 


New York & Boston Rapid Transit Co,—The directors 
of this company are as follows: J. R. Bodwell, Hallo- 
well, Me.; George Stark, Nashua, N. H.; J. Gregory 
Smith, St. Albans, Vt.; H. A. Blood, Fitchburg, Mass, ; 
Charles F. Conant, Cambridge, Mass.; Wm. Rotch, Wm. M. 
Thayer, Boston: Henry H. Parrott, Bridgeport, Conn.; Wm. 
T. Minor, Stamford, Conn.; Richard McCormick, Cornelius 
V. Sidell, New York. The company is organized to build 
the New York & Boston Inland road. 


New York, Pennsylvania & Ohio.—Mr. Charles Latimer, 
whose resignation of the position of Engineer in charge of 
maintenance of way of this road (thus being in the service of 
the lessee) we noted last week has been appointed Engineer of 
the New York, Pennsylvania & Ohio Railroad Company, in 
the service of the lessor, in which he will act chiefly as a 
consulting engineer, having nothing todo with the manage- 
ment, which of course is conducted by the lessee. The posi- 
tion will require but part of Mr. Latimer’s time, and he has 
opened an office in Cleveland for general engineering practice. 


Peoria, Decatur & Evansville.—The following officers 
have been elected: President, C. R. Cummings, Chicago; 
First Vice-President, Geo. L. Bradbury, Peoria, Ill.; Second 
Vice-President, Henry Aitken, New York; Secretary, L. 
M. Schwan, New York; Treasurer, R. A. Bunker, Peoria. 


Pilot Point d& Western.—The directors of this new com- 
pany are: J. C. Hutchinson, W. A. Kendall, J. M. Lindsay, 
John C. Newburn, W. A. Rhea, office at Gainsville, Texas. 


Pittsburgh, Wheeling & Kentucky.—At the annual meet- 
ing in Wheeling, last week, the following directors were 
chosen: C. D. Hubbard, John McLure, M. Reilly, Wheeling, 
W. Va.; H. G. Lazear, Lazearville. W. -Va.; Thomas D. 
Messler, Wm. Thaw, Pittsburgh, Pa. The road is leased to 
the Pittsburg, Cincinnati & St. Louis. 


Railroad Agents’ Association.—The Illinois Division of 
this Association has been organized with the following offi- 
cers: President, W. G. Lewis, Kirkland, Ill.; Vice-Presi- 
dent, C. B. Smith, Wheaton, Ill.: Secretary, R. F. Scoffern, 
Manheim, Ill.; Treasurer, J. A. Conant, Momence, Illinois. 


Richmond & Chesapeake.—The following officers have 
been chosen for this company: President, W. S. Janney, 
Philadelphia: Vice-President, C. E. Belvin, Richmond, Va.; 
Secretary and Treasurer, Jacob Janney, Philadelphia; Gen- 
eral Manager, W. T. Castle, Richmond, Va.; Chief Engi- 
neer, J. Langstaff Johnston, Richmond, Virginia. 


Terminal Underg:ound.—The officers of this company 
are: President, Cornelius V. Sidell; Treasurer, Ogden Pell; 
office in New York. 


Toledo, Columbus & Southern.—At the annual meeting 
in Toledo, O., March 25, the following directors were chosen: 
T. P. Brown, J. H. Doyle, F. G. Jillson, I. B. Mason, A. W. 
Scott, W. T. Walker, F. A. White. The only new director 
is Mr. Scott, who succeeds Mr. Follett, of New York. 


Union Elevated.—The incorporators of this new company 
are Chester A. Dawes, P. A. Hoyne, Edgar T. Paul, M. 
Ryan and Edward E. Swiney, all of Chicago. 


Onion Pacific.—At the annual meeting in Boston, March 
31, the following directors were chosen: Charles Francis 
Adams, Jr., Frederick L. Ames, Elisha Atkins, Ezra H. 
Baker, F. Gordon Dexter, Boston; Henry H. Cook, Sidney 
Dillon, David Dows, Andrew H. Green, Culgate Hoyt, John 
P. Spaulding, New York; James A. Rumrill, Springfield, 
Mass.: Grenville M. Dodge, Council Bluffs, Ia.; S. R. Calla- 
way, Omaha, Neb. ; John Sharp, Salt Lake, Utah. The new 
directors are Messrs. Hoyt and John P. Spaulding, who suc-: 
ceed Hugh Riddle and Mahlon D. Spaulding. Mr. Hoyt has 
served as a government director. 


United States Transportation Co.—This company an- 
nounces the appointment of the following officials: M.S. 
Foote, Superintendent, with headquarters at No. 129 Ran- 
dolph street, Chicago (Mr. Foote will have charge of all busi- 
ness pertaining to the operation of the cars of this company 
and their movements); M. F. Sullivan, Auditor, with office 
in New York (all mileage is to be reported to Mr. Sullivan, 
and all bills and vouchers will be settled by him); V. A. 
Tuell, Master Mechanic, with headquarters in New York, to 
whom all matters regarding construction and repairs of cars 
will be reported. 


Wisconsin Central.—Mr. Edward Ferguson has been 
appointed Auditor in place of Mr. James Barker. Mr. 
Barker remains with the company as General Passenger 
Agent. 


Zanesville & Newcomerstown.—The officers of this com- 
pany are: President, Willis Bailey; Secretary and Treasurer, 
D. B. Linn; Chief Engineer, Edmund Turner. Office in 
Zanesville, Ohio. 








PERSONAL. 


—Mr. J. Francis Lee has resigned his position as General 
Agent of the Chicago, Rock Island & Pacific road for the 
Dominion of Canada, to accept one on the Canadian Pacific. 


—Charles Douglas Fox, an eminent English engineer and 
son of the eminent engineer Sir Charles Fox, has been 
knighted for his services on the Mersey Tunnel. 


—Major R. M. Sully, Superintendent of the Petersburg 
Railroad, has invented a seal and lock for freight cars, upon 
which he has secured letters patent. The invention, it is 
thought, will be a very valuable one. 


—Mr. Oscar Leslie Stephen, Chairman of the North Lon- 
don Railway Co. and an old director of the London {& 
Northwestern, has been chosen Chairman of the English Rail- 
way Clearing House in placa of Lord Wolverton, who re- 
signed to become Postmaster General in Mr. Gladstone’s 
cabinet. 


—Mr. J. B. Collin died at his residence in Altoona, Pa., 
March 20, aged 56 years. Mr. Collin had been suffering for 
some time from an affection of the liver, which finally caused 
his death. He had been for the past 32 years iu the employ- 
ment of the Pennsylvania Railroad Co., having first entered 
the shops at Altoona in 1854. In 1860 he was appointed Me- 
chanical Engineer of the company and has ever since held 
that position. 


—Mr. Frederick R. Nourse, Treasurer of the Oregon Rail- 
way & Navigation Co., went to England some months ago 
on a short trip for the benefit of his health, which was some- 
what impaired. Mr. Nourse did not derive from his tour the 
benetit which he expected, and wrote to his family that he 
had made arrangements to sail from Liverpoool for New 
York on the steamer ‘ Adriatic,” on March 4. The steamer 
arrived, but he was not on board, although the passenger list 
showed that he had purchased a ticket, but had not appeared 





Jar from Vice-President T. C. Leake, Jr., is dated Memphis, 





up to the time the steamer sailed. Dispatches to England 
brought the information that he left the hotel where he had 


been staying, in London, going thence with his baggage to 
the station, where he took the train for Liverpool, and inves- 
tigations so far carried on have been unsuccessful in finding 
any trace of the missing man. His baggage was found at the 
station in Liverpool. The officers of the company and his 
friends say that Mr. Nourse had no reason for remaining 
away and fear that he has been foully dealt with. 








TRAFFIC AND EARNINGS. 





Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows: 


Two months to Feb. 28: 
1 











886. 1885. Inc. or Dec. P.c. 
Balt. & Potomac.. $194,897 $192,313 I. $2,584 1.3 
Net —-; 71,637 61,618 I. 10.019 16.2 
eae 341.335 303,941 I. 37,394 12.3 
Net earnings... 50,510 36,591 I. 13,919 37.6 
Dan. & Norwalk.. 28,642 27.649 I. 993 3.5 
Lou., Ev. & St. L. 114,215 102,294 I. 11,921 11.7 
Mexican National 245,010 263,198 D. 18,188 6.9 
N. Y , Lake Erie 
& Western.. 2,501,587 2,190,214 I. 311.373 14.2 
Net earnings... . 685,504 477,335 I. 208,169 47.8 
N.Y.& N. England 139,189 456,517 I. 82,672 18.1 
Net earnings... 178.924 123,287 I. 55,637 45.2 
N. Y., P. & Ohio. 855,151 730.667 IL. 124,484 17.0 
Net earnings... 223,039 162.943 I. 60,096 36.9 
N. Y., Sus. & W. 156,032 139,170 I. 16,8°2 12.1 
Northern Pacific.. 1,074,570 1,123,546 D. 48,976 4.4 
Net earnings... 212,760 281,017 D. 68,257 *° 24.3 
Norfolk & West.. 440,695 425,535 I 15,160 3.5 
Net earnings... 161,998 175,266 D. 13,268 7.6 
Phila. & Reading. 4,004,824 3,641,011 I. 363.313 10.0 
Net earnings... 1,481,576 1,243,667 I. 237,909 19.1 
West Jersey...... 132,520 127,065 I. 5 455 4.3 
Net earnings.... 34,230 25,951 I. $8,279 31.8 
Month of January: 
Dan., O. & O. R.. |. uate ee 
Dayton & Iron... 21,252 $20,566 I. $686 3.3 
Net earnings... 2,208 *1,999 I. 4,207 ime 
Lou., Ev. & St. L. 56,401 51,147 I. 5,254 10.3 
Mexican Central. 316,874 318,93] D. 2,057 0.6 
Net earnings .. 109.345 157,754 D. 48,409 = 30.5 
Oreg. Short Line. 113,250 101,418 I. 11,832 11.7 
Net earnings... 11,259 24,664 D. 13,495 54.3 
Month of February: 
Balt. & Potomac. $93,806 $93,841 D. le 
Net earnings... 33,611 31,589 I, 2,022 6.4 
o.. Bw. Zt. & 
Se 149,661 I. 21,861 14.5 
Net earnings... 15,884 I. 12,839 805 
Dan. & Norwalk. 13,489 D. 96 0.7 
Lou., Ev. & St. L. 57.814 51,147 I. 6,657 13.1 
Mexican National 122,777 136,536 D. 13,759 100 
N. Lake Erie 
& Western. ..... 1,247,475 1,139,740 I. 107.735 9.4 
Net earnings... 342,519 290,208 I. 52,311 18.0 
N.Y.& N.England 270,924 226,097 I. 44.827 19.8 
Net earnings... 93,932 73,495 I. 20,4387 27.8 
N. Y., Pa. & Ohio. 447,075 341.006 I. 9 311 
Net earnings... 133,132 54,740 I. 2 143.2 
N. Y., Sus. & W.. 74,382 68,505 L. 7 23.2 
Northern Pacific. 594,240 569,964 I. 4.3 
Net earnings... . 182,708 168 009 TJ. 8.8 
Norfolk & West.. 221,788 196,28L L 13.0 
Net earnings. .. 84.5532 72,806 I. 15.8 
Phila. & Reading.. 1,949,241 1,794,645 I. 8.6 
Net earnings... 726,091 640,266 I. 124 
West Jersey...... 64,026 56.945 IL 12.5 
Net earnings... . 15,102 7,293 LL. 107.0 
Third week in March : 
Buff., R. & Pitts. $25,266 $21,574 I. 17.1 
Canadian Pac. .. 128,000 92,000 I. a 39.1 
Chi. & Alton.... 144,115 159,504 D. 15,389 96 
Chi. & East. Ill.. 37,786 40.447 D. 2,661 6.6 
Chi. & Nor'’west. 463.300 439,100 I. 24,200 5.5 
Ch.,8t. P., M. & O. 113,300 99,100 I. 14,200 14.3 
C., 1, 8. L. & C. 54,323 49.240 IL. 5,083 19.3 
Illinois Central... 205,800 236,711 D. 30.911 13.0 
Iowa lines...... 39.400 36,959 I. 2,441 6.6 
Long Island...... 49.855 42,580 I. 7,275 16.9 
Louisv. & Nashv. 246,485 284,935 D. 38,450 135 
Mil. & Northern. 12,950 12,868 f. &2 06 
Oreg. R. & N. Co. 84,769 74,990 I. 9,779 13.0 


* Deficit. 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Cotton. 


Cotton movement for the week ending March 26 is reported 
as follows, in bales : 





Interior markets : 1886. 1885. Inc. or Dec P.c. 
Receipts... .. c.ccs.s. 27,368 29,298 I. 7,070 31.8 
Shipments.... ....... 61.698 32,278 I. 29.420 91. 
Stock, March 26 .. ... 358,392 158,175 I. 200,217 126.7 

Seaports : r. a 
Receipts. . 64,328 28,810 I. 35.518 123 3 
Exports.... Eee 33,788 «I, 27,951 = B23 
Stock, March 26 ....... 888,175 701,854 I. 186,621 26.6 


The total movement from plantations for the crop year to 
March 26 is estimated at 5,956,178 bales, against 5,373,918 
last year, 5,325,720 in 1883-84, and 6,306,824 in 1882-55. 


Coal. 


Coal tonnages for the week ending March 20 are reported as 
follows : tiie 


1885. Inc or Dec. P.c. 


ee ee 589.212 378,504 I. 210,708 557 
Eastern bituminous..... 95,163 186,859 D. 91,696 49.0 
___ Serr 74,195 48.251 I. 25,944 53.7 


The presidents of the anthracite coal companies met in New 
York, March 29, for the purpose of completing the details of 
the agreement. No conclusions were reached, however, ow- 
ing to differences of opinion as to the division of tonnage. 
‘All questions unsettled were referred to a committee consist- 
ing of Messrs King (Erie), Roberts (Pennsylvania Railroad), 
Keim (Reading), and Wilbur (Lehigh Valley). This com- 
mittee is to report to an adjourued meeting. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending March 27 was: 





Coal. Coke. Total. 186% 

Line of road ........ 96,042 69,491 165,533 163,439 
From other lines ....... 83,940 503 84,443 94,499 
| SE ee 179982 69,994 249,976 — 257,954 
Year to March 27...... 2,766,075 599,473 3,365,548 2,992,617 


Decrease for the week, 7,958 tons, or 3.1 per cent.; 1D- 
crease for the year, 372,931 tons, or 12.5 per cent. - 
The strike in the Cumberland, Clearfield and adjoining dis- 
tricts continues. The operators show no disposition to giv 
the increase in wages, and the miners say they are prepared 
to hold out all summer. Serious embarrassment 1s already 
felt in filling contracts, and a short supply is reported at ne 
eral points. Several of the railroad companies bave taken 
ion of the coal in transit over their lihes, in order ba 
eep up the supply necessary for the operation of the 4 2 
ying the owners, but refusing to let the coal go off the: 


rc i j ts that 
Chief Mine Inspector T. B. Bancroft, of Ohio, reports 





the coal production of that state for 1885 was 7,816,179 
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tons. The districts furnishing the larger proportion of this 
output were: Hocking Valley, 35 per cent. ; Tuscarawas 
Valley, 13!¢ ; Jackson County, 10; Belmont County, 94¢ ; 
Mahoning Valley, 8 per cent. These five districts thus fur- 
nished 76 per cent. of the whole production. The heaviest 
gain was in the Hocking and Mahoning valleys, while the 
Tuscarawas Valley shows a large decrease in tonnage. 


East-Bound Passenger Rates. 


The following circular signed by George H. Daniels, Chair- | BU 


man and the representatives of the Baltimore & Ohio, the 
Chicago & Atlantic, the Chicago & Grand Trunk, the Lake 
Shore & Michigan Southern, the Michigan Central, the Pitts- 
burgh, Fort Wayne & Chicago and the Chicago, St. Louis & 
Pittsburgh, is addressed to all general passenger and ticket 
ageuts of lines west, northwest and southwest of Chicago, 
and dated March 26th: ‘ At a meeting of Chicago east- 
bound lines held here to-day, the following resolution was 
unanimously adopted : 

** * Resolved, That Mr. Daniels, as Chairman of this meet- 
ing, send a notice to all western roads, requesting them, 
commencing April 1. to base all rates to points east of Chica- 
go, on the rates named in the Chicago joint rate sheet for 
April 1, except where rates make less on St. Louis or other 
basing points, in which case the same rates may be used via 
Chicago.’ ” 

A dispatch from Cincinnati, March 30, says: ‘‘The Pas- 
senger Department of the Central Traffic Association met 
here to-day and fixed the following rates : Cincinnati to New 
York by — — and Bee Line, first class, $18 ; second 
class, $16. ew York, Pennsylvania & Ohio, first class, 
$17 ; second class, $16. On the is of a rate from Cincin- 
nati the following were fixed: St. Louis to New York, first 
class, $23.50; second class. $20. Louisville, first class, 
$20.50 ; second class, $19. Indianapolis, first class, $19 ; 
second class, $16.50. The next meeting will be held in St. 
Louis, April 6.” 


Lake Navigation. 

Navigation on Lake Erie has partially opened and steam- 
boats between Cleveland and Detroit began running March 
25. At the lower end of Lake Huron the ice has broken up, 
but there 1s still much shore ice and the harbors generally are 
blocked. Mackinaw dispatches report that the ice in the 
straits is from 10 to 14 inches thick, while in Lake Michi- 
gan it is still heavier, but =, soft, so that a few days of 
warm weather will probably break it up effectually. ith 
ordinary weather it is expected that the straits will be 
open by April 15. 


Transcontinental Passenger Rates. 


The cutting of passenger rates during the week has gone 
about as far as possible. On March the Union Pacific 
began selling tickets from Council Bluffs to San Francisco at 
$30, with a rebate of $25, payable at San Francisco, thus 
making the actual fare from Council Bluffs to the Pacific 
coast only $5. This cutting was met by the other lines, and 
tickets have been sold from New York to San Francisco at 
$29.50, with second-class rate $3 lower. 


Northwestern Traffic Association. — 


The meeting of the Northwestern Traffic Association in Chi- 
cago last week ended in a failure to agree and in the prac- 
tical dissolution of the Association, as no provision was made 
to renew the agreement which expired March 31. It is not 
expected, however, that this result will be followed by any 
railroad war or cutting of rates, and a mesting of represen- 
tatives of the roads lately in the Association will probably be 
held shortly to consider measures for maintaining rates. The 
difficulty which caused the dissolution of the Association was 
the business done by the Chicago, St. Paul, Minneapolis & 
Omaha by way of Washburn and Lake Superior. The com- 
pany was unwilling to put this business in the pool, while the 
St. Paul representative declined to continue in the pool unless 
this business should be included. 

A dispatch from St. Paul, Minn., March 30, says: ‘‘ Re 
resentatives of the lines interested in business between Chi- 
cago, Milwaukee, Kenosha, St. Louis, Racine and Missouri 
River points, and St. Paul, Minneapolis and Minnesota trans- 
fer, met in this city to-day. This is practically the old North- 
western Traffic Association territory. To-day’s conference 
had for its object an agreement upon a summer tariff. 
Though the object was not attained, the meeting was per- 
fectly harmonious, and such as to indicate that there would 
be no extended demoralization consequent upon the dissolu- 
tion of the Northwestern Traffic Association, which, by limita- 
tion, expires to-morrow. It was agreed to continue the ex- 
isting rules of the Traffic Association until Tuesday, April 6, 
at which time a meeting of all lines interested in this business 
will be held in Chicago and rates agreed upon for the summer 
months. It was further agreed that the several lines shall at 
this meeting be prepared to report all time contracts, or any 
other obligations extending beyond that time, in order that a 
es understanding may be arrived at regarding the future. 

3etween now and the meeting no contract of any nature or 
description which would have the effect of binding any line 
after April 6 is to be made.” 


Central Traffic Association. 


The Central Traffic Association met in Chicago, March 25, 
aud continued in session during the rest of the week. The 
early part of the meeting was devoted to the discussion of 
passenger rates and divisions, and resulted in the adoption of 
the proposed agreement, to take effect April 1. There is some 
uncertainty, however, as to the complete restoration of rates, 
- _ Chicago & Atlantic has not yet consented to join the 

01. 

_The rest of the time of the meeting was taken up in the 
discussion of the proposed new freight pool. 

The passenger agreement provides that east-bound passen- 
ger rates from Chicago be raised to the tariff of 1884, and 
they will, therefore, from April 1, be made on the hasis of $20 
first-class and $17 second-class from Chicago to New York. 
It is stated that the Chicago & Atlantic, while it will not con- 
Sent to join the pool, will agree to maintain rates on this busi- 
ness until further notice. 

Assistant Commissioner George H. Daniels has issued the 
following circular, dated Chicago, March 26 : ‘ The lines com- 
posing the passenger department of the Central Traffic Asso- 
ciation have agreed to restore east-bound rates from Chicago, 
Bloomington, St. Louis, Indianapolis, Louisville, Cincinnati, 
ree - other points : oy ner of this Association to 

+ commencin rill. You are full . 
to conform to the shove from that * = aguas gunz 


Central Passenger Committee. 
The Central Passenger Committee met in Chicago last week, 
but transacted n° business of importance. Granting a few 
petitions for special excursions to meetings and conventions 


> — of the time was devoted to the making up of a rate 


Transcontinental Freight Rates. 

All negotiations for a settlement or for the restoration of 
rates have been suspended for the present. It is said that 
the Southern Pacific Co. was willing to end the war, but was 
not — to grant all the concesssions demanded by the 
Atchison, Topeka & Santa Fe. It is now thought that nothing 


P- | ultimate liability, does not change the rule of liabi 





can be done toward a settlement until the middle of next 
month, when the Canadian Pacific will be fully ~ ene for 
through business, and there will be some prospect of reaching 
an agreement, which must necessarily include that line. 


Cedar Rapids Association. 
The statement of business for January is as follows : 


-—-West-bound..-—. — East-bound.—, 
Tons. Revenue. Tons. Revenue. 
26 $i¢ 


r.,Cedar Rap. & No..... 1,440 $5,903 
Cal., Mi. & SS. P.........0. 994 2,740 85 305 
Chi. & Northwestern... .... 997 3,581 87 491 
Total ... ... . wee ee ee B43 ($12,224 :198 $943 


The ple agar Cedar Rapids & Northern was over its 
proportion, the other lines short. 
Davenport, Rock Island & Moline Association. 


The business for the three months from Nov. 1 to Jan. 31 
was as follows : 
Tons. BoD P c. 


Chi., Bur. & Quincy................000- 2.275 692 8.3 
Chi.. Mil. & St. Paul...............2.... 91448 18802 269 
Chi.. Rock Island & P........ 0.001.200 1102 «39,586 56 6 
Rock Island & Peoria......... ........ 4.620 5,812 8.3 

Eh) De vie Cake de Sa 34,445 $69,892 1000 


The business for January was: Tons, 8,570; total revenue, 
$18,276, the division being nearly the same as for the three 
months. 


Tre Railway Car Association. 

The following circular is dated Buffalo, N. Y., March 23: 
‘*The Arms palace horse cars are now being numbered from 
10 to 1,200. The junction movements of these cars should 
be reported to and the mileage settled with C. W. Cushman, 
Manager of the Railway Car Association. All communica- 
tions relative to the leasing of these cars for the transporta- 
tion of horses should be addressed to W. A. Yager, Secretary 
Arms Palace Horse Car Co., Toledo, Ohio.” 


Indianapolis Car Movement. 


Reports show the number of cars received and forwarded at 
Indianapolis to have been : 


-———Week ending—— -———— 





March 6. March 13. Merch 20. March 27. 

1886....Total. .... ... 20,388 20,037 19,582 17,964 
Loaded....... 15.152 15100 14.515 13,352 

1885.. .Total ..... ... 21,179 24,396 23,182 23.585 
Loaded...” 15250 18645 17.636 18352 


The decrease in the two last weeks this year was largely 
due to Southwestern strike, stopping the movement of freight 
eastward through St. Louis. 








RAILROAD LAW. 





Carrier's Liability for Goods Damaged on Con- 
necting Lines. 


In the case of Falvey inst the Georgia Railroad Co., 
the Georgia Supreme Court holds as follows : 

Be ilroad companies are common carriers and liable as 
such. 

2. When a common carrier receives goods to be trans 
ported beyond the terminus of its own line, it undertakes to 
transport them to the point of destination, either by himself 
or by competent agents, and if the goods are lost beyond the 
terminus of its line, it will be liable therefor. 

3. Section 2,084 of the Code, which provides that where 
there are several railroads of different companies, and the 
goods are intended to be transported over more than one rail- 
road, each company shall be responsible only to its own ter- 
minus and until delivery to the connecting road, and that if 
the last company which receive the goods as in good order 
shall be responsible to the consignee for any damage, and 
sucb companies shall settle among themselves the — = 

ity of rail- 
road companies as common carriers, as it existed at the time 
of the adoption of that section of the Code. It only declares 
the rule of liability to be the same as that theretofore exist- 
ing, where there was no contract, express or implied, general 
or s 1, by the first carrier, to transport the goods to their 
final destination, and it gives a cumulative remedy to the 
consignee. 

4. When goods are received by a carrier, to be transported 
beyond the terminus of its line and delivered at a particular 
place, and to a particular person at such place of destination, 
without more, a contract is implied that the carrier will cause 
such goods to be carried to the place of destination without 
damage or hurt, and for failure to perform its contract it 
will be liable for any damages that may arise. 

In order to ascertain if any contract was made by the first 
carrier with the shipper to transport beyond its line to the 
place of destination, the bill of affreightment may be looked 
to, and aliunde evidence also may be introduced, such as the 
_ereent of all the freight charges to the first carrier, the 

esignation of the lines of road over which the goods are to 
go, and the apportionment by the first carrier of the amount 
which each line is to be paid for such carriage; and from 
these facts the jury may determine whether any contract, 
express or implied, was made, whereby the first carrier en- 
gaged to carry the goods to the point of destination. 

Injury to Passenger Traveling on a Free Pass. 

In the case of McGowan against the Gulf, Colorado & 
Santa Fe Co., the Texas Supreme Court holds as follows, 
affirming the judgment of the lower court : 

The evidence was such as to justify a verdict for plaintiff 
if he had been an ordinary passenger. The charge assumes 
that the same degree of care is incumbent upon a carrier of 
passengers, in the care of one traveling on a free passas of 
one paying full fare. Plaintiff was traveling on a free pass 
from Galveston to Fort Worth, which on its face had the 
following words: ‘‘ Good for one trip only, upon conditions 
indorsed hereon when countersigned, etc.” On the back 
were the following words: ‘‘ Nottransferable. If presented 
by any other person than the individual named herein the 
conductor will take up this ticket and collect fare. Free 
passengers assume all risks of accidents to their persons and 
property, without claims for upon the corporation. 
Good for ee her when signed by the person to whom 
issued.” The plaintiff had not signed the pass. Held : 

1. The fact that the plaintiff used the pass without signing 
it is of no importance. Having received and used it to obtain 
free passage, he must be held to have consented to its condi- 
tions as fully as though he had signed it. 

2. The negligence of the agent, of whatsoever 
matters within the scope of his employment, wit erence 
to pocrmmanss. is the negligence of the corporation itself, which 
fixes a liability which carrier cannot be permitted to 
avoid by contract. 

8. A railroad company cannot, by contract, lay down its 
soap character as passenger carrier which the law as well as 

he nature of the employment fixes upon it, and become a 
mere private carrier. For behind any contract stands a public 
— which even the parties ought not to be permi to 

wart 


4. A railroad company—a public carrier of passengers— 
cannot relieve itself by contract from liability, even to a free 


le, as to 


passenger, from all injury which results from the negligence 
of any ot its employés or agentsof whatever gfade, and there 
was no error in the court’s charge. 








OLD AND NEW ROADS. 


Bay Ridge & Annapolis.—This company has been 
organized and has made arrangements to begin work on its 





7 | road as soon as contracts can be let. The line has been al- 


ready surveyed and located. It is to extend from Bay 
re Md., toa connection with the Annapolis & Elkridge 

, about 4 miles from Annapolis, and will be about 5 
miles long. ° 


Bluffton, Kokomo & Southwestern.—This company 
has filed articles of incorporation in Indiana. It is organized 
by the purchasing committee which bou ht the Toledo, Cin- 
cinnati & St. Louis road at foreclosure sale, the incorporators 
being the members of the committee. The capital stock is 
$4,277,500. It is understood that the company will be con- 
solidaced with other corporations to be organized in Ohio & 
Illinois. 


Boston, Hoosac Tunnel & Western.—A peculiar 
suit is on trial this week before the United States District 
Court in Utica, N. Y. The suit is brought by Mr. Quincy A. 
Vinal, administrator of the estate of William L. Burt, for- 
merly President of the company, and is against the Continen- 
tal Construction & Improvement Co. Mr. Burt became 
connected with the road in 1877, when he contracted with 
F. L. Ames and F. Gordon Dexter, who then owned the road, 
to purchase the line as then constructed and to extend it to 
Buffalo. In pursuance of this contract, some work was 
done, and a considerable expenditure made for right of way 
and other purposes on the extension. Iv 1881, Mr. Burt 
transferred his contract to the Continental Construction & 
Improvement Co., the terms of this transfer being that this 
company should complete the road and should give to Mr. 
Burt, 30,000 shares of stock, which then had considerable 
value in the market. The Continental Co., however, never 
made any very active effort to carry out its contract, and 
never did any real work on the road, and finally abandoned 
its enterprise altogether, and sold the right of way and other 
property west of Schenectady to the West Shore Co. This 
action, it is claimed, caused the stock owned by Mr. Burt to 
become valueless and financially ruined him. His adminis- 
trator now brings this suit to recover damages for breach of 
contract. The case involves some nice legal quest:ons. 


Buffalo, New York & Philadelphia.—The state- 
ment for February and the five months of the fiscal year 
from Oct. 1 to Feb. 28 is as follows : 


-—— February .——-- -——Vive movoths.—— 


1886. 1885. 1885-86 1884-85. 

Earnings... .. ....$171.522 $149,661 $997.544 $915,872 
Expenses........... 142,799 133,777 769 333 704,918 
Net earnings..... $28,723 $15,884 $228,211 $208,954 
For the eight months the gross earnings increased $83,- 


672, or 9.2 percent., and expenses $64,415, or 9.1 per cent., 
leaving a gain of $19,257, or 9.2 per cent., in net earnings. 


Buffalo, Rochester & Pittsburgh.—A compromise 
has been effected between the officers of this company and 
the Receiver lately appointed for the section of the road in 
Pennsylvania, and who has legal jion of that portion of 
the line, pending an appeal to the Supreme Court from the 
order appointing him. nder this plan the operation of the 
road will be continued without interruption, aud the Pennsyl- 
vania Receiver will appoint an agent who will have access 
to the accounts of the company, and will receive the earnings 
of that section which is controlled by him. 


Canastota Northern.—This company bas been organ- 
ized to build an extension of the Elmira, Cortland & Nortb- 
ern road from Canastota, N. Y., northwest to Camden, about 
25 miles. Nearly all the right of way has been secured, most 
of it being given. 


Cheyenne & Northern.—Laramie County, Wyoming, 
has voted to issue $400,000 bonds in aid of this projected 
line, which is to run from Cheyenne northward iuto Mon- 
tana. 


Chicago & Atlantic.—The Farmer’s Loan & Trust Co. 
has filed in the United States Circuit Court at Toledo its bill 
for foreclosure of the first mortgage. The bill recites the 
facts already known in relation to the default in payment of 
8 coupons, amounting to $195,000 in all. It is claimed fur- 
ther that the interest at er to Nov. 1, 1884, to the 
amount of $585,000 was paid by the New York, Lake Erie 
& Western Co., and that company now claims that the ad- 
vances so made by it are a lien prior to the mortgage. The 
trustee also charges that interest is in default on the second 
mortgage for $5,000,000, and asks the Court to appoint a re- 
ceiver pending further prosecution of the suit. It will be re- 
membered that the Court has once refused to appoint a 
receiver in this case, but it may be induced to take such action 
under the new bill now filed. 


Chicago, Burlingion & Northern.—The case in 
which this company sought to condemn part of the right of 
way of the Illinois Central near Dubuque, has ‘been finally 
given to the jury, which is to assess da’ es. 

The company has assured the people of Dubuque that it will 
build the — new bridge across the Mississippi at that 
point, making it both a railroad and wagon bridge, provided 
the city will assist to the extent of remitting taxes and build- 
ing. the wagon approaches. 

rack laying from La Crosse, Wis., continues rapidly, and 
= rails are now reported down for about 25 miles north of 
that city. 


Chicago, Burlington & Quincy.—Omaha dispatches 
report that contracts have been let for an extension of this 
company’s Nebraska line from Grand Island, Neb., northwest 
100 miles, and that arrangements have been made to let 250 
miles more. This would take the road very nearly to Chad- 
ron, and if the extension is actually built it would seem to 
indicate the company’s purpose of rurning a line through to 
the Black Hills country in competition with the Chicago & 
Northwestern, which is now nearly completed. 

The trouble with the locomotive engineers, of which a good 
deal was said in the dispatches a week or soago, was not really 
a serious dispute at all, and was at no time likely to de- 
velop into a strike, as was stated in those dispatches. The 
locomotive engineers, whose committee presented to the com- 
pany a request, not for an increase of pay, but fora readjust- 
ment of pay and for a better arrangement of runs, on the 
ground that for some time the work has not been fairly dis- 
tributed. The committee was received by the officers of the 
company, and at the conference an amicable adjustment of 
all difficulties was made. 


Chicago. Cairo & Great Southern.—This company 
has filed articles of incorporation for a railroad from Chi- 
cago to Cairo, Ill. The incorporators are not well-known 
persons and the object of the organization is not very clear. 


Chicago, Harlem & Batavia.—This company, which 
was recentl ized, has purchased the rightjof way and 
other property of the old Chicago & Western Dummy Rail- 





road, covering about 7 miles of road. The price paid is said 
to have been about $100,000, 
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THE RAILROAD GAZETTE. 





[APRIL 2, 1886 








Chicago, Milwaukee & St. Paul.—It is stated that 
this company has decided to build three extensions this year 
on its line in Dakota. The first will be trom Ipswich in Ed- 
munds County, westward 30 miles, toward the Missouri 
River. The second will be from Andover on the Hastings & 
Dakota Division, northward 55 miles, through a section 
which is rapidiy filling up with settlers; and the third will be 
an extension of the James River Valley line, from Mitchell, 
southeast to Scotland, a distance of about 50 miles. The last- 
named extension will complete a continuous line nearly 300 
miles long from Sioux City to Ellendale, through what is now 
considered the best part of the Territory. Nothing is said so 
far about any extension of the James River line from Ellen- 
dale northward. 


Cincinnati, Hamilton & Dayton.—The Cincinnati 
Times-Star says of the reports concerning a sale of this road: 
‘The state of things at present is this: The agreement 
drawn up by a committee of three appointed at a_ special 
meeting of the stockholders has been signed by people repre- 
senting 22,000 shares (the total stock is 35,000 shares). The 
last report made in this paper on this subject was that the 
azreement had been signed by 21,000 shares, and to-day an 
additional thousand is added. That agreement is not to go 
up, as reported, but is to live and live in prosperous circum- 
stances. The said agreement only provides for the stock- 
holders to unite in their assertions not to sell their stock. 

** They have lived up to their agreement nobly, and have in 
turn elicited for themselves the good will of the people of 
Cincinnati and retained in their possession a most valu- 
able and paying investment. Now another, i. e., au addi- 
tional agreement will be made. That agreement is to pro- 
vide for the appointment of three trustees, who shall repre- 
sent the stockholders. Whatever these trustees, whoever 
they may be, will do will be only for the interest of the road 
and its stockholders. and those interested in the C., H. & D. 
need entertain no fear that their interests will be misused or 
mismanaged, : 

‘* The Hamilton & Dayton road will remain, as we have 
often said, in Cincinnati hands. It isa pride to the Queen 
City, and the people of this city and vicinity are proud of it 
and its able management. The negotiations between the 
Pennsylvania people and the C., H. & D. for the purchase or 
lease of the Richmond line is still pending and perhaps will 
be consummated in the near future. Otherwise the road is 
prospering and all is happy.” 


Dayton & Ironton.—This company’s gross earnings in 
January were $21,252, and the expenses $19,044, leaving the 
net earnings $2,208. Rentals and other charges were 
$1,686, leaving a surplus of $522 for the month against a defi- 
cit of $3,034 for January of last year. 


Fitchburg.—This company is about to build a second 
track over the Watertown Branch, which is 7 miles long, in 
order to permit an increase of its suburban train service. 


Fort Scott & New Orleans.—This company has been 
organized to build a railroad from Fort Scott, Kan., south- 
ward through Missouri and Arkansas to Alexandria, La., 
where it will connect with the New Orleans Division of the 
Texas & Pacific. 


Herkimer, Newport & Poland.—This road, which 
was built some two years ago from Herkimer, N. Y., north- 
ward to Poland, 17 miles, has been very successful in its 
operation, having earned last year 3 per cent. on its stock, 
after paying interest on all obligations. The company has 
$100,000 in stock and $66,000 in 6 per cent. bonds, and has 
made arrangements for replacing these bonds by a new issue 
bearing only 5 per cent. interest. 


Illinois Central.—A Washington dispatch of March 25 
says: ‘‘ There isa hitch over the proposed Illinois Central 
bridge across the Ohio at or near Cairo. The Engineer Di- 
vision of the War Department has found that the bill as 
drawn does not meet the requirements of the government 
that have heretofore been insisted upon whenever permission 
was asked to bridge the Ohio. The reason is said to lie in the 
fact that it would be cheaper for the railroad to build ac- 
cording to its own specifications. The War Department 
thinks a board of engineers should be sent to Cairo to exam- 
ine and report just what is necessary in order to protect the 
government. his view has been laid before the Commerce 
Committee. If such a board is sent, it will be weeks before a 
report can be had, and it would be well on toward the close 
of the session before a bill could be gotten through either 
branch. The Commerce Committee has until April 10 in the 
House for the consideration of its bills, and if the Ohio River 
measure could be gotten out of the committee by that time 
there would be no trouble over the passage. But as the uni- 
form practice has been to have all measures of this kind ap- 
proved by the War Department before reporting them out of 
the committee, it will not be departed from in this instance.” 


Iowa Railroad Taxation.—A dispatch from Des 
Moines, Ia., March 27, says: ‘t The Executive Uouncil to-day 
completed the assessments of railroads doing business in 
Iowa. The total assessment is about 5 per cent., or $1,500.- 
000 higher than last year. The Chicago, Burlington & 
Quincy is assessed on its main line at the rate of $14,500 a 
mile: the Chicago, Rock Island & Pacific is assessed on its 
main line at $12,500 a mile; the Chicago & Northwestern on 
its main Jine at $10,000; the Illinois Central at $5,500 a 
mile; the Wabash, Council Bluffs to St. Louis, $3,000 a 
mile, and the Chicago, Milwaukee & St. Paul, main line, at 
$5,800 a mile. For the first time, the Executive Council 
assessed the Union Pacific for its 2.37 miles of road between 
Council Bluffs and the Missouri River, fixing the assessment 
at $100,000 a mile.” 


Kansas City, Springfield, Memphis & Gulf.—This 
commen has been organized to build the proposed extension 
of the Kansas City, Springfield & Memphis road, from Mem- 
phis, Tenn., to Birmingham, Ala. The charters for this line 

ave been obtained in Mississippi and the reorganization 
completed for its construction in Tennessee, andthe Alabama 
incorporation will shortly be made. 


Merrill & Abbottsford.—This projected road has re- 
ceived donations amounting to about 40,000 acres of land 
and arrangements are being made to begin work on the line, 
which is to extend from Abbottsford, Wis., on the Wisconsin 
Central road, westward to Wausau. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of March 20: 

The International Live Stock Journal of El Paso asks that 
the Central Railway Co. build stock pens there for the re- 
ception of Chihuahua cattle. 

uring 1885 there were received at the Monterey station 
of the National Railway 11,596,497 kilograms of freight and 
there were dispatched from the same point 11,196,700 kilo- 
grams, 

The Governor of the state of Jalisco has appointed Mr. 
Mariano Barcena, an engineer, to urge, in appropriate quart- 
ers, the early construction of the branch of the Central Rail- 
"a to Guadalajara. 

he Department of Public Works, by a contract made with 
the representative of the Merida-Soluta Railway Co., has 
agreed to permit the free importation of all the material 
necessary for the construction of the road, 


The first ‘‘ Raymond” excursion party of American tourists 
left this city for the United States, on their return journey, 
on Monday evening. A second party is now on its way and 
will arrive here, and will consist, as did the first, of 53 mem- 
bers, exclusive of officials and servants. The arrangements 
made for rail travel for these parties are excellent, and we 
have noted with pleasure the complete success of the Mexican 
part of the programme, a success to which much has been 
contributed by railway managers, hotel and restaurant people 
in this country. To this thoughtful co-operation on the part 
of business men here, foreigners and natives, there have been 
but few exceptions. Certain café managers who, last year, 
in dealing with the ‘‘ Raymond” parties, endeavored to impose 
upon the excursion officials cheleies of charges of an exorbi- 
tant character, the prices being beyond those which they 
customarily ask, were this year avoided, and they have what 
satisfaction taey may derive from the thought that, had they 
been more liberal in their terms in 1885, they might have made 
money in 1886 and laid the foundation for future profits. We 
hear of but one flagrant case of attempted extortion this year, 
and the person concerned, an out-of-town hotel keeper, will 
never again receive any patronage from the American ex- 
cursion parties. And right here we would advise business men 
here who shall have dealings with future parties of excur- 
sionists to make as liberal terms as they are able in order to 
encourage the development of a business which—if hotel 
keepers and others here are reasonable—will certainly assume 
large dimensions, next year. Mexican hotel and restaurant 
keepers should take example of the best-conducted establish- 
ments in ages to where assiduous attention is paid to travel- 
ing parties, where reasonable prices are asked and proper 
discounts made for dealing with large numbers of people. 
The railways here make a discount from their regular rates 
for even small parties traveling together, and hotel and café 
people should do the same. By pursuinga liberal policy in 
this regard a very lucrative tourist business can be built up 
to the profit of the railways. the hotels and cafés, and of 
many important branches of the retail trade of the capital. 


Minnesota & Northwestern, of Illinois.—This 
company, the organization of which was recently noted, has 
engineers now in the field making a survey of the projected 
line from East Dubuque to Chicago. The object of the com- 
pany is supposed to be to complete the Minnesota & North- 
western line, giving that company a track entirely under its 
own control from St. Paul to Chicago. 


Missouri, Iowa & Nebraska.—Under direction of the 
court the Farmers’ Loan & Trust Co. has prepared a supple- 
mental bill in the foreclosure suit, this action being necessary 
in order to cover certain complications arising from the 
transfer of the road tothe Wabash Co. The supplemental 
bill also covers 17 miles of road which were transferred to 
the Humeston & Shenandoah Co., but which, it is claimed, 
were not properly released from the mortgage. 


Missouri Pacific.—The strike on this road is, appar- 
ently, almost at an end, although the difficulties are not 
wholly removed. Matters continued without much change 
until Sunday, March 28, when a conference was arranged 
between Master Workman Powderly, of the Knights of 
Labor, and Mr. Jay Gould, President of the Missouri Pacific 
Co., at which it was supposed that an agreement to submit 
differences to arbitration had been reached. Mr. Gould sent 
the following dispatch to Vice-President Hoxie : 

‘**In resuming the movement of trains on the Missouri 
Pacific, and in the employing of laborers in the several de- 
partments of this company, give preference to our late em- 
ployés, whether they are Knights of Labor or not, except 
that you will not employ any person who has injured the 
company’s property during the late strike. Nor will we dis- 
charge any person who has taken service with the company 
during said strike. We see no objection to arbitrating any 
differences between the employés and the company, past or. 
future.” . 

At the same time Mr. Powderly sent an order for th 
Knights of Labor to resume work. On the following day, 
however, it appeared that there had been a misunderstanding, 
and this order, which had not gererally gone into effect, was 
recalled. The company had not accepted the proposition to 
appoint arbitrators, as Mr. Powderly understood, and Mr. 
Gould insisted that the whole matter must be left in Mr. 
Hoxie’s hands. Conferences still continued, and finally on 
March 30 the following dispatch was received by Mr. Gould 
from Mr. Hoxie: 

‘*T have your message in relation to your interview with 
Mr. Powderly and also the letter of instructions, and will 
carry out the same to the best of my ability. 

‘Tam therefore willing to meet a committee of our em- 
ployés without discrimination, who are actually at work in 
the service of the company at the time such committee is 
appointed, to adjudicate with them any grievances that they 
may have.” 

With this the representatives of the Knights of Labor 
finally agreed to be satisfied, and the order to the men to re- 
turn to work was renewed. The result was not altogether 
satisfactory to the local committee of the strikers, and there 
was considerable delay in carrying out the order and sending 
dispatches along the line. The officers of the company, how- 
ever, on March 31 began the movement of freight and sent 
out a number of trains, many of the men returning to work 
and the others making no opposition. It appears probable at 
the present writing that the strike is practically at anend, 
and that some arrangement to arbitrate the difficulties still 
existing will be made. 

The yardmen at East St. Louis have struck, and there is 
— trouble there, nearly all freight traffic being 
stopped. 

Ceara the close of the protracted strike on the Mis- 
souri Pacific there was much uneasiness, and in several cases 
locomotives were ditched and other damage done. 


Mobile & Alabama Grand Trunk.—It is said that 
arrangements have been completed for the sale of this road 
to a New York syndicate, who will extend it northward to 
the Warrior coal fields in Central Alabama. The road was 
built some 15 years ago from Mobile northward to the Tom- 
bigbee River, about 60 miles, but was not successful and has 
not been operated for a number of years past. About two 
years ago it was sold under foreclosure and bought by the 
bondholders, who now own it. 


Nanticoke & Wicomico.—This company has been 
organized to build a railroad from Salisbury, Md., southwest 
to a point on the Nanticoke River near its mouth, a distance 
of about 18 miles. 


New York & Boston Inland.—It is stated that a 
construction company, known as the New York & Boston 
Rapid Transit Co., has been organized to build this projected 
line, which is intended to be as nearly as possible an air line 
between Boston & New York. This company will contract 
to build the road, receiving in payment the entire issue of 
securities, which will be $25, ,000 in stock and $25,000,- 
000 in 5 per cent. bonds, or about $135,000 per mile in stock 
and an equal amount in bonds. 


New York, Lake Erie & Western.—This company’s 
statement for Febru 


and the five months of the fiscal year 





from Oct. 1 to Feb. 


is as follows, the figures including 68 





per cent. of the gross earnings and all the working expenses 
of the leased New York, Pennsylvania & Ohio road : 


——— February.——— -——-Five months.-—— 
1886. 1885. 1885-86. 1884-85. 
Earnings........ $1,551,486 $1,371,624 $8,849,151 $7,828,648 


Expenses.... ... 1,218,899 = 1,135,797 
Net earnings.. $332,587 $235,827 $2,434,638 $1,872,476 
For the five months the gross earnings increased $1,020,- 

503, or 13.0 per cent., and the expenses $458,341, or 7.7 per 

cent., leaving a gain in net earnings of $562,162, or 30.0 per 

cent. 
The earnings of the Erie lines proper,excluding all earnings 
and expenses of the leased road for the same periods were: 


6,414,513 5,956,172 

















-——February.—-—. —--Five months.—-— 

1886, 1885. 1885-86. 1884-85 
Earnings........ $1,247.475 $1,139.740 $7,201,901 $6,235.611 
Expenses... .... 904,956 849 532 4,759,560 4,492,363 
Net earnings... $342,519 $290,208 $2,442,241 $1,843,248 


For the five months the earnings increased $866,290, or 
13.7 per cent., and the expenses $267,197, or 5.9 per cent., 
leaving a gain in net earnings of $599,093, or 32.5 per cent. 
4 comparison of the two statements show that for the five 
months this year the 68 per cent. of the earnings of the leased 
line amounted to $1,647,240 and the working expenses to 
$1,654,953, leaving a loss on the lease of $7,703, against a 
profit of $29,228 last year. 

New York & New England.—The statement for Feb- 
ruary and the five months of the fiscal year from Oct. 1 to 
Feb. 28 is as follows : 


-——-February .—-— —— —Five months.—-— 





1886. “1885. 1885-86. 1884-85. 
Earnings........ $270,924 $226,097 $1.499,913 1,256,721 
Expenses....... 176.992 152,602 939,671 908,400 
Net earnings... $93,932 $73,495 $560,242 $348,321 


For the five months the gross earnings increased $243,192, 
or 19.3 per cent., and the expenses $31,271, or 3.4 per cent., 
the result being a gain of $211,921, or 60.9 per cent., in net 
earnings. 

The committee of the Massachusetts Legislature to which 
was referred the claim of Cyrus W. Field and others for 
damages which they claimed to have sustained by the rejec- 
tion of their bid for the second-mortgage bonds owned by 
the state, has been engaged during the past week in examin- 
ing witnesses, including the Receiver and several of the 
directors of the company. It will be remembered that Gov- 
ernor Robinson based his rejection of the Field bid, which 
was the highest, on the ground that the bidders intended to 
secure by the purchase a majority of the s.cond-mortgage 
bonds and then foreclose the mortgage, cutting off the stock- 
holders and floating debt creditors. This action, the Governor 
claimed, would injure many citizens of Massachusetts, whose 
interests he was bound to protect. The vcluminous evidence, 
while proving little that was not known or closely guessed at 
before, shows that the Field party had such intentions, and 
tnat the foreclosure plan was proposed by them to the board 
of directors, but was disapproved of by a majority of them. 

New York, New Haven & Hartford.—The Finance 
Committee of the Connecticut Legislature was some time ago 
requested to investigate certain charges made to the effect 
that this company had made changes in the returns made to 
the Railroad Commission and in that made to the State Comp- 
troller which involve serious discrepancies in its accounts. 
The Committee reports that there is a difference between the 
two returns, but is of the opinion that it is entirely caused by 
the manner of making those returns, and does not result from 
any dishonest motive or from any intention to deceive either 
the Comptroller or the Railroad Commission as to its actual 
condition. In the returns to the Comptroller the amount re- 
ported as cash assets and sinking fund was greater by 
$304,138 than that reperted to the Railroad Commission, 
the difference being in the three items of materials and sup- 
plies, amounts due from agents and cash, but this the Com- 
mittee believes was largely due to the fact that the returns to 
the Comptroller, on which the assessment on taxation is based, 
have to be made by Oct. 10, only ten days after the close of 
the fiscal year, the time being entirely too short to receive 
full returns from the various agencies and full reports of 
stock from the different points where materials are kept. The 
Committee reports that no actior is required by the Legisla- 
ture, as the Board of Equalization has full power to protect 
the state should it believe that the company’s property is not 
fully returned to it. 

Norfolk Southern .—Some time ago this company failed 
to pay certain coupons on its first mortgage bonds, but the 
bondholders by agreement waived the default in interest, a 
majority of them concurring in this action. Some of the 
coupons however were purchased by Mr. J.C. McClelland, 
who brought suit in New York to recover the amounts. The 
Court has now decided that he cannot recover as a purchaser 
of the coupons, and has no equity superior possessed by the 
holders of the bonds from which they were taken. The ma- 
jority in interest of the bondholders have the right to waive 
any default, and as they had exercised that right the holder 
or purchaser of coupons was bound by that action. 

Norfolk & Western.—The statement for February and 
the two months to Feb. 28 is as follows: 


-——-February. ----- —-Two months.-- 





1886. 1885. 1886 1885. — 
eee $221,788 $196,281 $440,694 $425,535 
Expenses... ..... ...... 137,456 123,475 278,697 250,269 

Net earnings......... $84,332 $72,806 $161,998 $175,260 
Per cent. of exps.. 62 63 63 59 


For the two months the gross earnings increased $15,160, 
or 3.5 per cent., and the expenses $28,42&, or 11.3 per cent., 
the result being a decrease of $13,268, or 7.6 per cent., in 
net earnings. 

Northern Pacific.—A fire broke out in the repair shops 
of this road at Brainerd, Minn., on the afternoon of March 
29, and destroyed the wood working and machine shops, the 
storehouse and the freight and passenger repair shops, with 
25 freight cars and a large quantity of material. The loss 1s 
estimated at $100,000, which is covered by insurance. 

The statement for February and the eight months of the 
fiscal year from July 1 to Feb. 28 is as follows: 








-——~February .——. -——-Eight months —- 
1886. 1885. 1885-86. _1884-85._ 
Earnings........ $594,240 $509,964 $7,817,840 $7, 741,26 ) 
Expenses..... .. 411,532 401,955 3,961,098  4,110,67! 
Net earnings..$182,708 $168,009 $3,853,742 $3,640,586 


For the eight months the gross earnings increased $66,57 5, 
or 0.9 per cent , and the expenses decreased $146,581, or 3.6 
per cent., the result being a gain of $213,156, or 5.9 per cent. 
in net earnings. . 

The fixed : for the eight months amounted to $3,- 
918,040, or $64,298 more than the net earnings for that 
period. The interest charges show a considerable increase 
over last year. : 

The land sales for February amounted to $79,596. Pre- 
ferred stock was canceled to the amount of $14,084, leaving 
the crn outstanding $38,221,946 at the close of the 
month. 


Ohio & Mississippi.—This company has issued the fol- 
lowing with reference to Springfield Division bonds : 





‘*In accordance with the provisions of the first general 
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mortgage, dated July 2, 1883, there were reserved from the 
$16,000,000 of 5 per cent. general mortgage bonds thereby 
authorized, $2,000,009, which were set apart and appropri- 
ated for the special and sole pu of taking up and dis- 
charging such of the Springfield Division bonds due Nov. 1, 
1905, * * * 

“Arrangements have now been made with the Union 
Trust Co. under which said company will issue such reserved 
first general mortgage bonds in exchange for the Springfield 
Division bonds. * 

‘** While the directors of the Ohio & Mississippi Railway 
earnestly advise the Springfield Division bondholders to make 
this exchange, believing that it is decidedly for the interest 
of such bondholders so to do, this offer must be regarded 
merely as an offer of compromise and not as a recognition of 
the validity of the Springfield Division bonds.” 


Ogdensburg & Lake Champlain.—The following 
ng is published for the nine months from April 1 to 
ec. « : 


ls 1885. 1884. Ine. or Dec. P.c. 
Farnings..............+-+++. $448.168 $482,434 D. $34,266 7.1 
Expenses............ ....... 298.094 ~272421 D. 44.327 16.5 
Net earvings........... .. $220,074 $210,013 I. $10,061 48 
Interest, ete................. 167.893 178,974 D. 11,079 62 
et TN $52,181 $31,039 I, $21,142 68.2 


The increase in net earnings and in surplus was obtained 
vey by the reduction in working expenses and in fixed 
charges, 

Old Colony.—This company has begun work on the ex- 
tension of the second track on its Northern Division from 
Leominster to Fitchburg, a distance of 5 miles. As soon as 
this section is finished work will be begun on the second track 
pone the 8 miles from Marlboro Junction to South Framing- 
1am. 


Pennsylvania, Poughkeepsie & New England.— 
This company has begun suit in the Circuit Court at Harris- 
burg, Pa., co establish its right to the unfinished South Moun- 
tain Railroad. The company claims title under a sale made 
to W. O. Leslie, a rsa oe iy under certain judgments. 
The South Mountain road was partly graded some 12 years 
ago from Harrisburg to Hamburg, a distance of about 60 
miles, and was intended to run to the Hudson River. No 
part of the road was ever finished, and the property has been 
_ half a dozen times and has been the subject of much liti- 
gation. 

_Peoria, Decatur & Evansville.—lIt is said that nego- 
tiations are in progress for a sale of the controlling interest 
in this road to the parties who own the Evansville & Terre 
Haute road. 


Philade)phia & Reading.—The reconstruction Trustees 
have made a carefully prepared statement of the estimated 
capitalization of the Reading companies when their plan is 
put — operation. The new 4 per cent. general mortgage is 
given thus: 








} Principal. Interest 
Prior mortgage loans...............++0 $33.421.7.0 $2,137,697 
General mortgage bunds.......... ..... 24,686,000 987,440 
Oe ne 2,000,000 80.000 
Real estate mortgages... .. ............. 2,100,000 84.000 
Coil “< Iron Co. mortgages..... ........ 10,v00,000 400.000 
Coal & Iron mortgages extended ...... 3,000,000 180,000 
Car scscviicccpcs! deanethieubereen 2,566,000 102,640 

; BOONE enc Dhak coskanenenaenal eerste $77,773,700 $3.971,687 

Rent of leased Jines reduced tO........ .2..eeesceeecees 3,000,0C0 
: Total fixed charges............. tiax-<keapoaee: «aur $6,971,687 

ROG CRINGE IE. <o cndccnss satbvcendihoccsensesvctaque 7,926,363 
Surplus for dividends.......... .. s.seceeeeee eee $054,616 


The authority to issue $15,000,000 of the new general 
mortgage bonds to take up shares or bonds of leased lines will 
only be exercised in cases where the interest and dividends 
can be thereby reduced so as to increase net earnings of the 
Reading system. 

fhe estimated issue of preferred stock for the various 
assessments is as follows: 

Assessments. 
Be IIR 6 aioe v5.5.0 so saed, nao cige ame vatmnen 
7,838,328 first s- ries 5s. 


















8,445,052 second series 5s..... 1,266,758 
7,337,900 convertible 7s........ 1,100,685 
662.300 deb. R. R. Co......... 99.245 

1 see GON, @ Es OO..., 2.cccecnaseieccsecce 167.550 
37,347,425 BtOCk 2... ..000-0000 cosees 7 569.480 
20,7 91,090 deferred incomes... .........-22000 seeeees 518,777 
562,619 deb. and guar. serip........ .....+. ssseeee 84,303 
WOE. Bins BEd ia ow kes. onaesad $12.589,731 

Wor Qenenel MRNAS...) 5. oo5es Coo. cacctcnscacs Cork 11,949,280 
Total preferred stock .....ccicceses so: scccsceces $24,539,011 

EtVP DOP GRME, OR WHER Wc cc ceca ses, pence: natssnbesqen $1.226,950 
PRR GE ionic acc sccedacnahosie ons tans, seneneee 6,971,687 
MM cin sccasa. cdaccesnaenakeneon an acdieknenaecaeee $8,198,637 


The new income stock issued will be $11,386,600, and the 
new consolidated stock $10,695,811. Five per cent. on these 
will be $1, 104,220, which, added to the above, makes $9,302,- 
857. The issue of new common stock will be $59,719,517. 
The new general mortgage and all the stocks together make a 
total capitalization of $184,116,639, The advantages of the 
Trustees’ plan in saving fixed charges are comparatively 
stated as follows : 

Present charges ahead of increase mortgage.. 








Proposed 

Phe Annual advantage to increase bonds... ../. .... $1,559,579 
resent charges ahead of first and second series 4s.... 10,186 040 

Propcsed * “ se “s *9 ... 8 198,637 
Annual GAVOMEERES. ....-..0in0 i. nnce st eae es oscnss $1,987,403 

Present charges ahead of stock........s.2- ree 

Proposed charges ahead of new common stock........ 9,302,857 





7 Annual advantage to new common stock..... .. $1,879,929 

Equal to 3 per cent. on proposed new common stock. 

1 he Receivers’ statement gives the following figures for the 
earnings of the railroad for February and the three months 
of the fiscal year from Dec. 1 to Feb. 28: 

-o ‘ees Ge ——Three months.-+-— 








pa 886. 85. 1886. 5. 

Earnings........$1.949,241 $1,794 645 — $6,597.353 $5.956,574 
xpenses........ 1,223,150 1,154,379 5,929,375 3,791,896 
Netearnings.. $726,091 $610,266 $2,667,978 $2,164,678 


For the three months the gross earnings increased $640,779, 
or 10.7 per cent.; the expenses $137,479, or 3.6 per cent., 
and the net earnings $503,300, or 23.8 per cent. 

The traffic reported for the road is as follows : 


-—-— February.—— -——tThree months.--— 
P 1886. 1885. 1886. 1885. 
‘assenger3...... 1,627,87L 1,480,965 5,400,763 4,975,569 
Tons merchan- 

Si vaied! ntatde tare 682,259 510,768 2,169,040 1.636.417 
Tons coal... 864,106 723,867 2,854,930 2'352.501 
Tons coal on col- 

i PORE 28,695 44,854 112,000 126,590 


The increase in traffic was very considerabl especially i 
coal, both for the month and pt Bis Ny —_ 


The earnings of the Philadelphia & Reading Coal & Iron 





Co. were : 
——February.———. ——'Three months. —— 
1886. 1885 1886. 1885. 
Earnings............ $726,775 $969,621 $2,986,392 $2,889.232 
Expenses........ ... 890,792 1,009,813 3,375,379 3,039,823 
Deficit......... $164,017 $40,192 $388,987 $150,591 


For the three months the earnings increased $97,160, or 
3.4 per cent., and the expenses $335,556, or 11.0 per cent. 
a an increase of $238,396, or 158.3 per cent., in 
deficit. 
The coal mined from the company’s lands was : 
-——February.—— —Three months.—— 
1886. 835 5 








1 ‘ 1 " 5. 
By Coal & Iron Co......... 338.509 202,099 1,127,459 923,118 
ey 43,468 54,844 159,164 154,561 
Ges sntu ckansoeed 381,977 356.943 1,286,623 1,077,679 


The total increase in coal mined was 208,944 tons, or 19.4 
per cent. This increase of production, however, only served 
to increase the deficit on the operations of the company. 

The joint net result for the two months was: 

-——-February..-—. ——Three months.—— 


1886. 1885. 1886. 18%5. 
Net earn., R.R. Co..$726,091 $640,266  $2,667.978 $2,164,678 
Deficit, C. & I. Co... 164,017 ~ 40,192 388,987 350,591 
Total net.......... $562,074 $600,074 $2,278,991 $2,014,087 


The total vet increase for the three months was $264,904, 
or 13.2 per cent. As the expenses reported do not include 
anything for interest or rentals, the net earnings given above 
are the sums from which all fixed charges are to be provided. 

The board of managers has passed resolutions disapproving 
of the plan of reorganization presented by the syndicate and 
the trustees. This action was generally expected, as the 
board is controlled by Mr. Gowen. 

The only serious opposition so far developed to the syndi- 
cate plan of reorganization, outside of the party headed by 
Mr. Gowen, comes from the holders of the bonds known as 
the first series 5s. Messrs. Joseph Wharton and William H. 
Kemble, who claim to represent about $3,000,000 of these 
bonds, state that they cannot join in the plan of reorganiza- 
tion for the reason that it would deprive them of their lien 
on much valuable property of the company which is not cov- 
ered by any prior mortgage, and that under the plan the 
amount of the debts made superior to them would be greatly 
in excess to that which is now prior to their claim. They 
state that they have formed an organization intended to secure 
to the holders of these bonds the property which is specially 
covered by their mortgage, and to fureclose that mortgage if 
necessary, and ask all bondholders of first series 5s to join 
in their combination. 


Pilot Point & Western.—This company has been in- 
corporated to build a railroad from Gainsville, Tex., to Mc- 
Kinney, on the Houston & Texas Central road. The capital 
stock is fixed at $500,000. 


Richmond & Chesapeake.—This company has been 
reorganized, and is now chiefly in the hands of Philadelphia 
parties, who have, it is understood, put in sufficient capital 
to build the projected line, which is to extend from Rich- 
mond, Va., to Chesapeake Bay at the mouth of the Potomac 
River, by way of Hanover and Tappahannock, 


Rome, Watertown & Ogdensburg.—The contrac- 
tors for the extension of this road from Potsdam Junction, 

. Y., to Massena Springs are Ross & Sanford, of Newark, 
N. J., who have already begun work. The extension is 
known as the Norwood & Montreal road, that being the 
name of the company organized to build it, but it is owned 
by this company. 


St. Paul, Minneapolis & Manitoba.—This ay = mg 
engineers have recently. surveyed a line from Elk River, 
Minn., to a point on the Hinckley Brauch, near Milacca. The 
length of this line is about 35 miles) and it will shorten con- 
siderably the line for business going to Duluth by way of the 
Hinckley branch. 


Saratoga & Almaden.—Work is progressing steadily 
on this California line, and the track is now reported laid to 


and 16 miles from the starting, point at Murphy on the North- 
ern Division of the Southern Pacific road. Work is continu- 
ing steadily on the grading towards New Almaden. 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the lists at the 
New York Stock Exchange : 

Chicago, Burlington & Quincy, 1,591,000 Iowa Division 
4 per cent. bonds. 

Gulf, Colorado & Santa Fe, $1,500,000 additional sec- 
eee bonds and $420,000 additional fir-t-mortgage 

nds. 

Houston, East d& West Texas, $364,000 first-mortgage 7 
per cent. bonds. 

Bg River Valley, $735,000 first-mortgage 6 per cent. 
mds. 

Kansas City d& Southwestern, $744,000 first-mortgage 6 
per cent. bonds. 

Missouri Pacific, $3,000,000 additional stock. 

New York, Ontario & Western, $3,000,000 
first-mortgage bonds. 


Springfield & New London.—The negotiations in re- 
lation to a renewal of the lease of this road to the New York 
& New England Co. have continued, and_ that company has 
made a proposition to buy the stock at $52 = share, which 
will be submitted to a meeting of the stockholders on April 7. 
The road extends from Springfield, Mass., to the Connecticut 
line, 7 miles, forming part of the New York & New England's 
branch from Hartford to Springfield. It has no bonded debt, 
and the stock is chiefly owned by the city of Springfield. 


Stevens Point, Wausau & Northern.—Marathon 
County, Wis., has voted to give this company $30,000 and the 
right of way for its proposed line from Stevens Point to 
Wausau. 


Terminal Underground.—This company has filed 
articles of incorporation to build a tunnel or underground 
railroad in New York City from the Grand Central Depot at 
Forty-second’ street to the City Hall, with branches to the 
Jersey City and Brooklyn ferries. It issaid that the company 
has effected a compromise by which it has secured control of 
the franchises of two other companies which have previously 
been organized to build a railroad on substantiallly the same 
line. 


Toledo, Columbus & Southern.—In Toledo, O. 
March 25, Mr. T. P. Br&vn, General Manager of the com- 
pany, filed a petition asking for an injunction against the 
American Finance Co., Francis A. White and others, to re- 
strain them from voting on certain stock, on the ground that 
the stock really belongs to him, but has been, by the action 
of certain directors of the company, issued to the American 
Finance Co., the object being to get control of the railroad 
and its management. The Court nted a preliminary in- 
junction. The annual meeting of the company was to have 


6 per cent. 





n held on March 25, the same a ey which the injunction 
was issued, and it was understood that the White party had 


made ay ag for electing an entirely new board and 
dismissing Mr. Brown fiom the management. The meeting 
was held and the old directors and officers re-elected. 


Union Elevated.—This company has filed articles of 
incorporation to build an elevated railroad across Chicago. 
The company controls several patents applying both to the 
structure and to motors suitable for use on it. 


Union Pacific.—A Washington dispatch of March 29 
says: ‘*The Supreme Court of the United States to-day 
affirmed the judgement of the Court of Claims in the suits 
between the Union Pacific Railroad Co. and the United 
States, growing out of chargesimade by}the railroad for trans- 

orting the mails andthe government employés accompany- 
ing them, and on the part of the government in reference to 
its claim for 5 per cent. of the amount of the earnings of the 
road, under the act of 1862. The Court of Claims decided 
that the railroad company was entitled to $2,910,134 for 
services rendered the government, and that the United 
States, on its counter claim, was entitled to recover 
$4,487,807, and gave judgment in favor of the United States 
for the difference, $1,577,673. From this judgement the 
United States appealed. 

At the annual meeting in Boston, March 31, Presi- 
dent Adams explained what were termed the new invest- 
ments made by the directors during the year. They com 

rised in the main, he said, simply changes in name or 
orm of old investments, made necessary by reorganizations 
of the railroads and other interests involved. The invest- 
ment of $97,000 in stock of the Crédit Mobilier of America, 
it was explained, was made because it was necessary 
for the Union Pacific to obtain a controlling interest 
in this stock as a matter of self-protection. With the 
last purchase of Crédit Mobilier stock at about 820 per 
share, the Union Pacific practically controls all of it. Votes 
were passed approving the investments made by the directors 
and ratifying their acts, and also those of the Executive Com- 
mittee during the year. The statement was made that the 
annual report could not be prepared in season for the annual 
meeting, and the directors were instructed to hereafter call 
the annual meeting at a later date, if it were practicable. 

In reply to a request of a stockholder for information as to 
the operations of branch roads at a loss, President Adams 
said that only one was operated ata serious loss, and that 
was provided for by an account current. which was kept 
open until it settled itself. 

West Jersey.—This company’s statement for February 
and the two months to Feb. 28 is as follows: 

——-February.—-— ——Two months.——~ 
6 $ 1886 885 


188 1885 " . 
Earnings .. ......$64,026 $56,945 $132,520 $127,065 
Expenses.......... 48.924 49,652 98,290 101,114 


$25,951 
29.365 


$34.230 


Net earnings. ...$15,102 $7,293 
35,719 


BterOnt; POMETREE, GOB ...- ccccee ccc. ccccses 


POOR OP Bis see 5 icbdsd trasesnicietscesss P. $511 L. $3,414 

For the two months the gross earnings increased $5,455, or 
4.3 per cent., and the expenses decreased $2,824, or 2.8 per 
cent., the result being a gain of $8,279, or 31.8 per cent. in 
net earnings. 

Wisconsin Central.—With regard to the negotiations 
between this company and the Chicago, Milwaukee & St. 
Paul, with relation to the use of the St. Paul tracks into Mil- 
waukee, it is stated that an agreement has been reached, but 
it is subject to the approval of the directors of both roads. If 
it is ratified, the Wisconsin Central will build no line between 
Chicago and Milwaukee direct, and will not compete for 
business between Chicago and Milwaukee, but will confine 
itself to the business between Chicago and St. Paul. 
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a point 6 miles eastward. from the late terminus at Saratoga, | 


The folluwing is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the current volume of the Railroad Gazette : 


Baltimore & Phi N.Y. & New England 


ladelphia....... 15 
Boston & Lowell............ +++ 5 








N. Y.,N. Haven & Hartford.... 13 
Boston & Maine................. 26 N. Y.,Ontario & Western.. x6 
Boston & Providence............ 15 N.Y., Providence & Boston 
Buffalo. N. Y.& Philadelphia.. 16 N. Y. Railroad Commission.... 33 
Charlotte, Col. & Augusta......155 N. Y., Susquehanna & Wes'rn..139 
COED cen, _aadccceveseeseusss 104 N. Y., West Shore & Buffalo... 58 
Chicago & Altom.........0++-.+.+ 156 Norfolk & Western.. ........... 104 
Chi.,Milwaukee & St. P_.. 208,224 Northern Central...... .........106 
Cin., N. Orleans & Tex. Pacific 140 Norwich & Worcester... ........120 
Cin. & Springfield....... 208 Northeastern (South Carolina).. 16 
Cleveland & Canton... Ohio & Mississippi............ .. 174 


Cleve., Col., Cin & Ind 2 Pennsylvania & New York..... 224 
Columbia & Greenville, ....... 174 Pennseylvenia Railroad ..... 
Tol. 192 Peoris, Decatur & Evansville. .. 192 


Columbus, Hocking Vy. 
85 Philadelphia & Reading........ 


Connecticut River..........  .« 
Consolidation Coal Co... ... ..158 Pittsburgh & Lake Frie......... 
Del., Lacka. & Western...104, 156 Pittsburgh Junction...... 

Denver & Rio G:ande.. .1°99 Pitts., McK. & Youghioghen) 






FRRORGR. 0. cccesece eves Portland & Ogdensburg....... 

TEOUBROOMIC.... -n000 crcasccesscces 192 Previdence & Worcester ......120 
Huntingdon & Broad Top Mt...120 Richmond & Alleghany......... 86 
Ilinois Central..............0. .174 Richmond & Danville.......... 85 
Indianapolis & St Louis ....... 208 Richmond, Fred. & votomac. . 86 
Lake Sbore & Mich. So . ... 23 Rochester & Pitcsburgh.. 86 









Lehigh Coal & Navigation Co..140 Rome, Wat. & Ogdensburg .. 
Lehigh Valley..... .. ...... 68,274 St.L. & San Francisco 
Leh. & W ikes-Barre Coal Co ..139 St. Paul &Duluth............ ° 
Maine Central... ........ se. #8 South Carolina 

Michigan ‘‘entral........... . 13 Troy & Greenfield 
Mil.. Luke Shore & Western ....1#1 Virginia Midland : 
Mississippi & Tennessee . ..120 Western Maryland........ ......1% 
Natchez, Jackson & Col. . 





Western North Carolina.. 





Naugatuck .. 26 Wilmington, Col. & Augusta... 
New Haven & Northampton..20$ Wilmington & Weldon .. ...... 104 
New London Northern.......... 120 Worcester, Nashua & Roch..... 191 





Union Pacific. 





In advance of the publication of the full and elaborate re- 
port which this company now makes to its stockholders and 
the public, President Adams has issued a preliminary state- 
ment which covers the operations for the year ending Dec. 
31 last. 

The lines operated include: 1. The Union Pacific proper, 
including the old Union Pacific from Omaha to Ogden, 1,049 
miles; the old Kansas Pacific, from Kansas City to Denver, 
643 miles, and the Leavenworth and Cheyenne branches, 140 
miles, or 1,832 miles in all. 

2. The branch and auxiliary lines, which formed a total of 
2,637 miles at the close of 1885, an increase of 43 miles dur- 
ing the year. 

The funded and floating debt of the entire system was as 
follows at the close of the last two years: 


1885. 1884, 
Funded debt in hands of public..... $144.788. 958 $144 649,047 
Funded debt held by Co.............. 2,147,450 3,467,488 


Total funded debt........... ..... $146.936,408 $148, 116.535 





Net floating debt........... ..-ssee-+ 1,861,445 3,237,696 
Total debt...... Wawbioosetentenceah $148,797,853 $151,354,251 
Total debt per mile of road . ..... $2,923 33,811 


The decrease in funded debt last year was $1,180,127 and 
in net floating debt $1,376,251. The total amount of the float- 
ing debt on . 31 last was $8,811,050, and of the available 
assets $6,949,605, leaving the net floating debt $1,861,445, 





| 


as above. 


The statement says: ‘The bills and accounts payable q 















































































































































240 


THE RAILROAD GAZETTE. 





[Aprrt 2, 1886 





— 





the company, which constitute its real interest bearing un- ! 


funded debt, have been decreased during the year and a half 
since June 30, 1884, by the sum of $5,149,8' During the 
same period the interest bearing funded debt has been de- 
creased by the sum of $1,610,052. The decrease in the inter- 
est bearing floating debt has not consequently been acccum- 
panied bya ee increase of fixed chi on account 
of the funded debt. On the contrary, notwithstanding the 
fact that 100 miles of additional road have been built and 
paid for, the annual interest obligation on account of funded 
debt has since June 30, 1884, been reduced $129,570, while 
that on the unfunded debt has, during the same time, been 
likewise reduced $290,726, making a total permanent reduc- 
tion of annual obligations on account of interest of $420,296. 
This result has been accomplished through the operation of 
the sinking funds, through the purchase and cancellation of 
bonds with money derived from land grant sales, and largely 
through various financial readjustments and the payment of 
debt out of surplus income.” 


The full balance sheet on Dec. 31, 1885, was as follows : 
Liabilities ; 























CNN 4. « scpaceacceaaasies wrnee! as ---..+. .. $60,868,500 
Funded debt......... siciacnitetaaetaabs <iknaaia 757,147 
Less amount in K. P. con. mortgage 
MEUNs Genes a ekecicdacccstages sasncavean 6,799,465 
— 81.957,682 
United States subsidy bonds.. ... .... ... .....- 33,539,512 
ss * “as o interest. . 118,110 
EampPOPOhB UG O0isas<. caiccccsnccacccsasé 20,950,896 
————___ 15,167,214 
ion cdccneniny Meaneet ORS, marin 1,861,445 
Interest accrued, not duc.............000. .essseeeeee 774,104 
General income acc unt ... .. ........ $12,632,847 
Income used for sinking funds . 2,976,634 
Land and trust income........ ........ 18,641,134 
Total income accounts................ $34,250.615 
Less deficit U. 8. requirements..... ... 2,139,563 
32,111,052 
I ok Saks. Lec isakwteia 46. Se<cseneses $226,279,509 
Assets : 
Cost of road and equipment ............ 2.2.6.2. 00ee $159,288,919 
Other investments : 
Securities, railroad........... ........--- $38,364,172 
* coal, steamsbip, etc 869,35 
* in K. P. con. mortgage trust. 3,215,250 
Miscellaneous investments............... 680,891 
Advances to auxiliary lines, payable in 
CODRINB iis 5 dads car ecevcceenss .. 3,415,281 
— 46,544.948 
Sinking fund securities held......... . .......+.+--.- 59°,920 
FI ack «ncn cdcecncectcee sesesevcesces 1,653,432 
Land contracts and land cash. .. .. ....... ..-.+.+» 18,159,290 
NE aii accacccne oe ccacccdceeeedsnnancead $226,279 ,509 


This statement does not include the funded debt of th® 
auxiliary lines, the total amount of which is given in the first 
statement of debt given above. 

The amount of net floating debt is obtained from the fol- 
lowing statement: 


ain Cot ansias cad ckannw sceniecticnscdanenaes $4,115,000 
pCR ae ere Corer ie er eens 483,079 
NING 55 5 i. 0s:0-05005006) Sens oe® ioecienae 2,828,075 


Dividends unpaii 
Coupons unpaid........... 
SONOE BONE «0 00.0000 cecceeess 


Total floating liabilities 
Co.'s stocks and bonds..................... 
Bills and accounts receivable 
Cash 





—-———_ 6.949,605 


Balance of floating debt ......... .... itm aae ide “$1,861, 445 


The land sales of the company during the year ending Dec. 
81, 1885, were as follows: Union Division, 743,704 acres; 
Kansas Division, 690,295 acres; total. 1.433,999 acres. 
Proceeds—Union Division, $1,223,228; Kansas Division, 
$2,817,160; total, $4,040,388. 

The total train mileage increased from 12,176,007 to 12,- 
343,721, or 1.38 per cent. The tonnage carried one mile in- 
creased from 984,871,475 to 1,111,315,826, or 12.84 per 
cent. The passengers carried one mile increased from 185,- 
721,745 to 189,071,991, or 1.80 per cent, 

The earnings of the Union Pacific proper, 1,832 mules, 
were: 





1885. 1884. Inc or Dec. P.c. 

Warnings. ......6. sors $17.455,031 $17,837.061 D. $382,030 2.1 

TERMOGONS . .ck6ssce acd 9,050,355 8,895,152 I 155,203 1.7 

Netearnings .. ... $8,404.676  $8,941.909 D. $537,233 6.0 

Gross earn. per mile. 9,528 9,736 D. 208 21 

Net ” = 4,588 4,881 D. 293 =«6.0 
Per cent. of exps.... 5L.8 49.9 I. ae cos 


The taxes on these lines (included in expenses above) were 
$489,734 last year, and $470,226 in 1884. 

The earnings of the auxiliary lines, 2,687 miles at the close 
of 1885, against 2,644 at the close of 1884, were : 





1885. 1884. Inc. or Dee. P.c. 

Farnings..... vagpwle cama $8,470,140 $7,820,229 I. $649,911 8.3 

EEPORSOS. 2.200.200... 7,107,366 5.972,963 I. 1,134,403 19.0 

Net earnings. .... .. $1,362,774 $1,847,266 D. $484,492 26.2 

Gross earn. per mile... 3,204 3.023 I. 181 60 

Net = “d — 5 7la Dz 199 28.2 
Per cent. of expenses.. 839 76.4 I. 7.5 


These lines, which have 5914 per cent. of the mileage, thus 
furnished 32'¢ per cent. of the total gross earnings and 14 
per cent. of the net earnings. 

The earnings of the entire system, 4,519 miles at the close 
of 1885 and 4,476 at the end of 1884, were: 

1885. 1884 





Inc. or Dec. P.c. 

Earnings.. .... ....$25.925,171 $25.657,290 I. $267,881 1.0 

Expenses.... ...... 16,157,720 14,868,115 I. 1,289,605 8.7 

Net earnings..... $9,767,451 $10,789,175 D. $1,021,724 9.5 

Gross earn. per mile 5,700 5,806 D. 106 1.8 

Net ls tN as 2,14 2.442 D. 294 12.0 
Per cent. of exps... 62.3 57.9 I 4.4 


In all the above statements taxes are included in expenses 
The taxes on the entire system were $906,741 last year, 
against $853,655 in 1884. 

The income account, condensed, is as follows for the two 
years : 














1885. 1884, 

Net earnings, entire system............ $9,767,45i $10,789.175 
Income from investments.... ...... .. 1,382,811 406,416 
tec inp» CER oer 10,336 73,930 
Trustees K. P. cor. mortgage.......... 207,110 249,415 
Totil income......... $11.367.708 $11,518,936 
Interest on bonus ......... 5,336,267 5,397,070 
ba “auxiliary lines ... 1,191,010 1,213,036 
Interest and discount.................. 356,138 366,078 

Co.'s sinking funds ..... ........ acct 593.605 591,5 
Land taxes and expenges.... .. .. ... 39.920 84,838 
Loss on investments, etc........... .. pS ree eee 
Total charges... ... ..........+. $7,632,464 $7,652,562 
SO area ened ees diee Liha $3.735.244 $3,866,374 
United States requirenents.... .. .... 1,184,053 1,187,110 
Ges ccibasnscvesvecsks esct $2,551,191 $2,679,264 
Ths report says : ‘‘ The amount aren § received from the 
trustees of the Pacific consolidated mortgage in 1884 











540 | at the rate of 2 per cent. 





was $649,415. Of this $400,000 was derived from sales of 
land, and, under the terms of the mortgage, paid over to the 
company to meet accruing interest on the mortgage bonds. 
For purposes of comparison this amount therefore is omitted 
in the above table, as the proceeds of the sale of lands belong- 
ing to the Kansas Pacific land grant during the past year 
have, by the advice and with the consent of the directors, 
not been paid over to the company to meet interest, but have 
been applied to the purchase and cancellation of consolidated 
mortgage bonds. f those bonds, $1,222,000 were bought 
and caucelled with this money during the year 1885. ad 
the land grant money been paid over to the company to be 
applied to the interest on the Kansas Pacific consolidated 
bonds during the past year as in 1884 the surplus revenue of 
the company for 1885 would have been in the neighborhood 
of $3,800,000, instead of $2,551,191, as above.” 

President Adams’ statement continues: ‘‘ While the gross 
earnings of the system for 1885 increased over the gross 
earnings for 1884 in the sum of $267,881, the operating ex- 
penses increased in still larger ratio, so that the result of - the 
year’s business was a decrease of $1,021,724, equivalent to 
9.47 per cent., in the net earnings. 

‘** The small comparative increase in gross earnings was 
due to various causes, among which may be specially men- 
tioned: 

‘**1. Constant reduction in rates, the average rate per passen- 
ger per mile being reduced from 3.60 in 1881 to 3.07 in 
1885, while the average rate per ton per mile on freight, ex- 
cluding company freight, was reduced from 2.23 in 1881 to 
1.74 in 1885. 

‘*2. Diminished receipts from through business, both 
freight and passenger, which the increased receipts from local 
freights and passengers had to make good. 

‘* The increase in local business for 1885 was $2,222,455, 
while the decrease in through business was $1,803,830. The 
increase in local business has, by the sum of $418,625, more 
than made good the decrease in through business. 

**3. The failure of the 1885 wheat crop in Kansas ; this 
entailed, as compared with 1884, a loss of traffic to the Kan- 
sas Pacific of at least $300,000. 

‘*4. The disturbance in the coal traffic of the company, 
caused by labor troubles at Rock Springs, in the closing 
months of the year. The loss thus occasioned cannot be 
definitely ascertained, but it has been estimated by those 
most competent to form an opinion at not less than $250,000 

‘* In a statement of Aug. 12, covering the first half of the 
fiscal year, a heavy increase in operating expenses in May 
and June was attributed tothe fact that ‘ the work of renew- 
ing the track, heretofore done during the autumn months, 
has this year been done during the months of May, June, 
July and August. Last year the work of renewal was done 
almost wholly after Sept. 1. The increase of operating ex- 
penses, already noticed in May and June, will unquestion- 
ably be continued in July and August, causing the returns of 
those months to compare unfavorably with the returns of the 
same months in previous years. Nevertheless the annual 
work of renewal will then be done, and the road and motive 
power will be ready to handle the heavy volume of traffic 
which always comes during the last six months of the year. 
The stockholders, therefore, should know in advance that the 
increased operating expenses and consequent decreased net 
earnings during the months from May to August inclusive, 
of this year, will not necessarily imply any unfavorable re- 
sults for the year as a wole.’ 

‘* The expectation thus held out, out of reduced expenses 
during the latter months of the year, was not realized, and 
the total cost of operation for 1885 exceeded that of 1884 by 
$1,236,000, or 8.82 per cent.; the sa expenses, in- 
cluding taxes, in 1885 amounting to 58.83 per cent. of the 
xross earnings, as compared with 54.62 per cent. in 1884. 

his increase was partly due to changes in the method of 
bookkeeping, but mainly to other causes. It was confined to 
whatis known as the Idaho Division of the system; that is, 
the Utah & Northern and Oregon Short Line roads. 

‘** The increase of operating expenses, exclusive of taxes, on 
these two roads, aggregated $1,110,000, out of a total in- 
crease, for the whole system, of $1,236,000. Excluding the 
two roads named, the remainder of the system was operated, 
in 1885, at an increased cost of only $126,000 over the cost 
of 1884. 

‘* The increase of expenses on the Oregon Short Line was 
due to the fact that early in the year a thorough connection 
was made between the Short Line and the road of the Oregon 
Railway & Navigation Co. This necessitated an increase of 
over 80 per cent. in the Oregon Short Line train service. 
The increased expenses of the Utah & Northern were due to 
the condition of that road and its rolling stock, which had, 
during previous years and other local management, been al- 
lowed to deteriorate to aserious extent. Under these cir- 
cumstances, road and motive power were necessarily sub- 
jected to an unprecedented tonnage movement at low rates 
during the closing months of the year. They proved unequal 
to the emergency, and between Sept. 1 and Dec. 31 the cost 
of operation increased from $402,440 in 1884 to $642,111 
inlgs6. * * * * 

‘* During the year 1885 the St. Joseph & Grand Island Rail- 
road Co. has been organized through the consolidation of the 
St. Joseph & Western Railroad Co., the Hastings & Grand 
Island Railroad Co. and the St. Joseph Bridge Building Co. 
Under this reorganization the Union Pacific received $3,985,- 
000 of theffirst-mortgage 6 per cent. bonds of the new com- 
pany, $17,000 of income bonds, and 23,015 shares of its 
capital stock. Atthe market prices ruling on Dec. 31 last 
these securities represented a value of $5,000,000. There is 
no reason why the first-mortgage bonds ahove refcrred to 
should not be sold at an early day, and the capital heretofore 
locked up in them applied to other purposes. Meanwhile, up 
to the present time, and pending the result of negotiations in 
regard to the ownership of the St. Joseph & Grand Island 
road, which are still going on, it has been thought prudent to 
retain control of its securities. The first-mortgage bonds con- 
stitute another available cash asset in the treasury of the 
company, having a present market value of $4,300,000. 

‘*The company now has in the hands of the trustee under 
the Union Pacific land grant mortgage an uninvested balance 
of $3,194,375. This money can be applied only to the pur- 
chase and cancellation of land grant bonds, of which $2,- 
706,000 are now outstanding. After the maturity and pay- 
ment of this issue of bonds, the balance of the fund will be 
applied to the extinguishment of the sinking fund bonds, of 
which $14,483,000 are outstanding. The trustee of the land 
grant mortgage has purchased all the bonds which have been 
offered, on the basis of 3.5 per cent. interest to maturity. As 
the remaining bonds outstanding cannot be purchased upon 
these terms, the above balance, $3,194,475, is held by the 
trustee, in accordance with the terms of the land grant mort- 
gage, on deposit in trust companieg where it draws interest 
The company also has $5,823,534 
invested in United States bonds, in the Thurman act sinkin 
fund, upon which it receives, at the present market price o 
the securities in which the fund is by law invested, a return 
of 2.2 per cent. per annum. It accordingly appears, that, 
taking the securities in the Thurman act staking fund at their 
market value ($5,923,283), and including the uninvested bal- 
ance of the sinking fund ($182,494) as well as the funds held 


by the trustee of the land nt mortgage ($3,194,475), the 
nion Pacific Railway Co. has now no less than $9,300,253, 
which under the operation of law, or the terms of mortgage, 





is so locked up as to return to it an income of only 2.1 per 
cent. per annum. It may fairly be questioned whether any 
other corporation in the country occupies a position of equal 
hardship.” 


Chesapeake & Ohio. 


The statements presented below are from the report for the 
year ending Dec. 31 last, read at the annual meeting in Rich- 
mond last week. 

The road owned is as follows : 





Main Spans & 

line. sidings. 

Phoebus, Va., to Old Point Jnnction... oP, 0.30 
Newport News, Va., to Huntington, W. Va... 494.05 169.51 
INI aides eS nie viscsccconessen 501.89 169.81 
Huntington to Big Sandy River................. 8.88 0.39 
EE iii aos Sills sy Fasicks 510.77 ——-170.20 


The section from Huntington to the Big Sandy is operated 
as part of the Elizabethtown, Lexington Big Sandy road. 
That road is controlled and worked by this company, but its 
operations are not included in the report. 

The equipment includes 165 locomotives; 40 passenger, 2 
sleeping, 1 observation, 4 combination and 25 baggage, mail 
and express cars; 1,290 box, 217 stock, 287 gondola, 190 
flat, 2,768 coal and 107 caboose cars; 1 pay and 2 officers’ 
cars, 5 tool and 43 road cars. 

The earnings for the year were as follows: 











1885. 1884. Inc. or Dec. P.c. 
ad <cuaesoeisccs $2,639,569 $2,728,468 D. $88,899 3.3 
ape ene | 647,707 D. 77,526 11.9 
ail and express....... 389,705 | < o 
Miscellaneous........ .. 61,780 § 162,430 D. 10,945 68 
SS Oe $3,361,235 $3,538,805 D. $177,370 5.3 
ere 2,374,160 2,462,720 D. 88,560 5.4 
Net earnings ... ..... $987,075 $1,075,885 D. $88,810 83 
Gross earn. per mile... 6,697 7,051 D. 354 5.38 
Net “x ~*~ é 1,967 2,143 D. 1760 8.3 
Per cent. of exps....... 70.8 69.6 1. Ss oe 


The decrease in earnings is chiefly due to the very low rates 
obtained on a large part of the traffic. 
The division of expenses was as follows : 





-—-—1885.—-— —-—1884.—-— 

Per Per 

Amount. cent. Amount. cent. 

Conducting transportation. .... $954.463 28.4 $977,763 27.6 
Od a eae 679,690 20.2 670,601 19.0 
Maintenance of way....... . . 382,663 11.4 448,195 12.7 
Maintenance of cars............ 253,613 7.5 262,325 7.4 
General expenses............... 103,731 31 103,836 2.9 
Ec aitakcwceee Sha) deaseasten $2,374,160 70.6 $2,462,720 69.6 


Renewals included 10.78 miles of steel rails and 130,406 
new ties. There were 3.90 miles of new sidings laid. About 
100,000 cubic yards of gravel and stone ballast were put in 
the track. Important repairs were made to 13 bridges, and 
one new iron bridge of 86 ft. span was erected in place of a 
trestle bridge. Some masonry arching was put in at Kelly, 
Great Bend and Lick Run tunnels. There were 700 ft. of 
trestle rebuilt and piled to repair damage done by wash-outs. 
Improvements were made on the piers at Newport News at a 
cost of $19,611. 

The passengers and freight carried were : 


18835. 1884 Inc. or Dec. P.c 
EN sc. Lise’, 24 502.775 549.417 D. 56,642 10.1 
are 1,849,938 1,579,254 I. 270,684 17.1 


Average rate : 
ee ee SOE... sO, ks 2 ose 6k hake oman, ice 
Per ton-mile............. 0548 “ 0.672ct. D. 0.124ct. 18.5 

Of the passengers carr:ed last year 10.7 per cent. were local 
and 89.3 per cent. through; of the tons carried 19.9 per cent 
were through freight, 48.8 per cent. coal and 31.3 per cent. 
ye local freight. The average freight haul was 259.6 
miles. 

President Huntington’s report says: ‘‘ While the gross earn- 
ings for 1885 have been less than those for 1884, there has 
been an incyease in the train mileage of 7 per cent. and of 
17.1 per cent. in the number of tons of freight carried, and 
this year’s operations of the transportaticn department and 
traffic moved exceeded in about the same proportions the 
operations and traffic of the year 1883, when the earnings of 
the road reached the maximum since its reorganization. This 
is, of course, the result of the et low rates, which 
have been steadily downward until they have declined to an 
average rate on this road far below any opinions that pre- 
vailed in respect to such probabilities at the time the reor- 
ganization was consummated. The extent to which these 
lessening rates have affected the revenue of this company are 
better explained and can be more fully measured by an ex- 
amination of the following synopsis of its freight traffic, 
which shows the average rate per ton-mile in cents for eight 
years past : 


IES i adidas p5.8as.» 5h.n 9) ED One leapaiticy senaaess 0.891 
Serene 0 672 | Serer 0.869 
A i: 0: Serer 0.858 
BPE cewdvaceensic.cnes os DFE] BOOMs cans cetinctnccareasee 0.999 


‘In the passenger traffic the changes between 1885 and 
1878 have been nearly as marked. but as this traffic forms 
only about 20 per cent. of our total revenue, its effects upon 
it has not been as disastrous as in the freight. * * * * 

‘‘It wasapparent in the earller months of the year that 
the company would be unable to meet the full amount of the 
interest maturing on the Series B bonds, and your board 
decided it best to offer only one-half of the coupons in cash 
and the remainder in coupon interest scrip, which was uni- 
versally accepted by the bondholders. This was befvre 
matters in the tax-suit had been determined, and your board 
hoped that the earnings would improve sufficiently to war- 
rant the payment of the one-half cash paid May and Nov. 1, 
which amounted to $45,000. 

“There remained, however, from the operations of the 
roads for 1885 only $274,971 toward the interest on the 
Series B bonds and the payment of one-half cash on the 
coupons maturing May 1 and Nov. 1 ; and providing for the 
$224,745 of taxes for previous years Bat in a correspond- 
ing increase in the floating debt. ‘ 

“The outlook for 1886 is encouraging ; the indications 
point to an improvement in the local traffic along this line as 
well as on those contributing to its business. On coal and 
through freights the rates are about the same as prevailed 
during 1885, but it is hoped they will improve with the 
greater commercial activity expected this year. An ad- 
vance in these rates will assist the company greatly in the 
disposition of its floating debt. 

‘There has been a steady development in the coal traffic, it 
having grown from 289,410 tons carried in 1878 to 902,969 
tons carried in 1885. Our deliveries of coal at Newport 
News in 1885 show an increase of 64 per cent. over the pre- 
vious year, and there has been a gain in other traffic at this 
port over 1884. 

“To meet the demands of the local as well as Western 
traffic to Newport News the pompena fomnd it nee er ea to 
contract for 1,000 34-ft. grain and 84-ft. gondola Op- 
per coal cars, all of 25 ton capacity, and a sufficient number 
of locomotives to move this additional equipment.” 


